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‘ort of Grangemouth, Scotland. 
lhe Port of G 


angemouth, which is situated on the soutl 
ik of the Firth of Forth and about 10 miles west of the 
rth Bridge, is. the principal Scottish port of the London, 


dland and Scottish Railway group. 


Grangemouth has, from a very obscure beginning, risen to 
ry great heights, principally due to the fact that it is the 
itre ot a large mdustrial area which comprises the yreat 
alhelds of Stirlingshire and = Lanarkshire, and _ the ron 


Central Scotland. 


sundries and steel mills oO 


lhe first mention of Grangemouth as a sea port was in 1777, 


it the first dock was not opened until 1843, this being a sm: 
ock of 44 acres area, and known as the Old Dock In 1859 
ther small dock of 34 acres, known as the Junction Docl 
as opened, This dock is GOO0ft. long, 216 ft. wide, and has 
length of quavage of 1,o00Qft., and is used principally fe 


e Scandinavian timber trade. 


Grangemouth’s ever-increasing trade, owever, still demandes 
irther extensions, and in LSO7 the docks were take over by 
( ( ale doniat Rat Way Con ps ny now ncorpors ted mn 1 
.M.S. (3 oOup ~ a dl this Compa WwW, IS76, COMmMencer \\ 

n another new dock known as the Ca n Dock This Ss 
pened n ISS2, Phe Carron Do s has a length ol 1,50 

‘ s fot wide 

lhe constructio ol n extensive svstem ot ¢ 1 ( 

d sea locks was commenced in 1808 an opened u {M, the 
hole project costing £1,000,000 nd giving ' oO 

ite ire to the port ot Sh res | S ‘ SVSIE . 
nown as the Ney Dock Z d consists of e G or Dao 

o channels ind ort nbe p ( lt 1» | is 
owever, is now be ne filled n owing to sulhicrent st 

The continual developments which have beet dertaket 
Grangemouth had, Ip to 19153, been instrument " Ing Y 
the tonnage of imports and exports at the port up to a tot 
of 3,889,S44 tons, but the Great War caused the closing of th 
Garangemout Pocks io commercial trathe as the entire 
SVstem Was taker OVO! bv Ne \dmi Sines thre 
however, the London Midland and Scottish Railway (¢ ompany 
has once again pursued its policy of doc] mprovements i 
endeavour to regain. the pre-war prosperity that Girangemoutl 
had attained, and in 1934 the total imports and exports were 
just Over 3,000 ,000°0 tons, 

he principal imports at Grangemouth are crude oil, timbe 
ron ore, pig iron, steel and esparto grass, and the principal 


export is coal. 


month’s issue, and an illustrated article givin 


’ ~ a 


port appears on another page. 


The Port of Grangemouth forms the supplement for this 


details of the 


Port of Cochin’s Dredging Achievement. 

\ remarkable dredging achievement has just been accom- 
plished at the Port of Cochin, where the dredge ** Lord 
Willinedon,’’ has recently completed dredging 1,850,000) cub. 
vds. of spoil in the short time of one calendar month. 


1 December 17th, 1934, and was 
completed on January 17th, 1935, and the 1,850,000 cub. vd 


Work was commenced ¢ 


ot spoil Was all 
channel, which leads from the open sea to the Port of Cochin 


and the available depth of water is 


pumped ashore a distance of 3,000 ft. The 
is now three miles long, 


now S8 ft. at low water. 


Improvements for landing cattle at Birkenhead. 
Mersey Docks and Harbour Board is spending several 


thousands of pounds on the provision of new sheds, ete., in 


order to make better arrangements for coping with live-stocl 
trafic at Woodside and Wallasey. Work is row in progress 
on altering the landing place for sheep. Sheds have’ been 
acquired at Shore Road and Morpeth Dock, Birkenhead, and 
these are being fitted with sheep pens and a few cattle pens 
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Aden Port Trust 


The returns of shipping using the Port of Aden for the 
pping g 


month of December, 1934, are as follows :— 


No Tonnage 

Merchant Vessels over 200 tons sae 131 562,822 

a - under 200 tons are 3 486 

Government Vessels obs rine ed 11 31,168 

Dhows ad oa — ee ae 118 5,225 
PERIM. 

Merchant Vessels over 200 tons oo 14 44,529 


The total value of imports, excluding Government Stores, 
was Rs. 46,81,000/-, as compared with Rs. 42,29,000 - for 
December, 1933, and of exports Rs. 27,11,000/-, as compared 
with Rs. 28,95,000/-. 

The total value of both imports and exports together was 
Rs. 73,92,000/-, as compared with Rs. 71,24,000/- for the 
corresponding month last year. 

Imports during the month were above those for Decembx 
1933, in the case of coffee, seeds, grey, white and printed 
dyed piece goods, unmanufactured and manufactured tobaci 


TRADE OF THE PORT. 


Article Unit 


Coal wee eas i — Tons 
Coffee — a a ~~ Cwts. 
Grain, Pulse and Flour 

Gums and Resins 

Hardware 


Hides, raw me a No. 
Oil, Fuel... nee eee = Tons 
” Kerosene eee eee eee Gls. 
Petrol én * 
Salt can <a a ise Tons 
Seeds wee wee eee wed Cwts 
Skins, raw “a _ ‘ies No 
Suvar “se — eee eae Cwts. 
lextiles 
Piece Goods, Grey _ aa Yds 
White ‘ 
“i d Printed or Dyed : 
I'wist and Yarn - oe -_ Lbs 


lobacco, Unmanufactured 
" Manufactured 

Other Articles 

Treasure, Private 


Total 


The number of merchant vessels over 200 tons that used 
the Port in December, 1954, was 131, as compared with 129 
in the corresponding month last year, and the total tonnage 
was 563,000, as compared with 569,000. 

Excluding coal, salt, fuel oil and Military and Naval Stores 
and Transhipment Cargo, the total tonnage of imports in the 
month was 10,400 and otf exports 5,900, as compared with 
12,200 and 6,700 respectively for the corresponding month last 
year. 


Clyde Navigation Trust 


Proposed Industrial Development of Shieldhall Dock Estate 


It was reported at the last meeting of the Clyde Navigation 
Trustees that the Special Committee on the Shieldhall and 
Renfrew Docks Scheme had, in accordance with the motion 
proposed by Mr. Hector MeNeill, one of the Corporation 
Members, given consideration to the utilisation of the un- 
developed land on the South bank of the River Clyde as an 
industrial estate to attract new industries and trade to the 
Clyde area, and that it was remitted to the Officials of the 
Trust to submit a report on the subject of future dock exten- 
sion and as to the disposal of any portions of land thought to 
be necessary for that purpose, It was also reported that a 
Committee had sat and considered two other items of the 
motion proposed by Mr. MeNeill, namely: (1) Schemes for 
the improvement of shipping, ship-building and = ship repair 
facilities on the Clyde; and (2) the reconstruction of docks 
including a provision of more graving dock accommodation. 
These matters were also continued for further consideration 
pending a further report to be prepared on the whole matter. 

Since then, Treasurer P. J. Dollan, of the Glasgow Corpora- 
tion, in conjunction with Mr, Hector McNeill as it is reported, 
submitted a comprehensive memorandum dealing generally 
with Mr. MeNeill’s motion which recommends, in addition to 
the attraction of new industries to the Shieldhall estate, the 
deepening, widening and straightening of the river at certain 
points, the overhaul and improvement of dock — facilities 
generally, and more intensive action in connection with the 
development of the trade of the port and the provision of more 
graving dock accommodation, 


Laid-up Vessels 
The Clyde Trustees have agreed to an amendment of their 
dues in respect of vessels laid up for exceptional periods 
where, in the event of any vessel which had previously been a 
regular trader to the port remaining in the first stage of the 
river for a period of twelve months or more beyond the free 


Imports Exports 

Quantity — Quantity — 
4 261 85,215 O 0 
8,320 236,212 5 646 201,394 
39,907 1,81,458 1,933 1,04,145 
1,559 26,722 2,035 x9 110 
0 23,079 0 1). 433 
1.540 2.408 6,327 1,428 
60,030 15.00.7500 0 0 
$2,365 27,241 2,672 1,846 
7,418 27,773 8,440 8,790 
0 0 16.350 1,62,975 
5.060 36,678 1,726 14,999 
400.580 1,92,831 601,894 $51,425 

34,767 1,53,248 16,036 THM 
93 , 282 $42,567 3,773,917 395,708 
32.315 76,676 Y2OD OOO 3.035 
58.338 265,494 1.560.005 3,57,184 
126,400 51.953 83,895 37 , 159 
44.6584 73,116 387 O72 67,488 
69,824 17.639 30,252 18,736 
79,629 10,02,585 30,495 1,66,980 
0 2,26,965 0 3.29. 730 
16,80,910 97.11.468 


and private treasure; and below, in the case of grain, pul 
and flour, gums and resins, hardware, raw hides, raw skin 
sugar and twist and yarn. 

Exp rts were above those for December, 1933, in the case « 
raw hides, seeds, raw skins, printed or dyed piece goods 
manufactured tobacco, and private treasure; and below, 
the case of coffee, grain, pulse and flour, gums and_ resins 


hardware, sugar, grey and white piece goods, twist and yart 
and unmanufactured tobacco, 


period of thirty-one days, the extra time dues payable afte 
the first chargeable six months is to be one-halfpenny per ne 
registered ton per week in place of the scheduled rate of tw 
pence per ton per week, the Trustees giving no guarantee « 


wcommodation and reserving their powers and that of th 
Harbour Master as to the berthing and moving of vessels. 








Port of London’s Shipping 


During the week ended February 8th, 1,211 vessels, repr 
senting 888,219 net register tons, used the Port of Londo 
155 vessels (646,043 net register tons) were to and fror 
Empire and Foreign Ports, and 756 vessels (242,176 ne 
register tons) were engaged in coastwise traffic, 

Fourteen timber-laden vessels docked with 21,813 tons o 
soltwood, 

» % ~ ¥ 

During the week ended February loth, 1,151 vessels, repr 

senting ‘1 56,531 net register tons, used the Port of Londo 


rey 
IsQ vessels (S15,2Z86 net register tons) were to and _ fror 
Empire and Foreign Ports, and 642) vessels (241,245 ne 


register tons) were engaged in coastwise traffic. 
Sixteen timber-laden vessels docked with 135,320 tons o 
softwood, 
* * % * 
During the week ended February Ist, 88 vessels, 1+ pr 
London 


senting 961,880 net register tons, used the Port o 
131 vessels (744,119 net register tons) were to and fron 
Empire and Foreign Ports, and 597 vessels (217,761 ne 
register tons) were engaged in coastwise traffie, 

hirteen timber-laden vessels docked with 12,785 tons of 
softwood. 


Record at Tilbury. 

\ record traffic for the month of January was dealt witl 
at the ‘Tilbury 
totalling 366,160 gross register tons used the stage anc 
embarked or disembarked 4,286 passengers, in addition t 
large quantities of baggage and mails. 


’ , > 1 
Passenger Landing Stage when vessels 
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Carron Dock, Grangemouth. Ship Loading at No. 1 Coal Conveyor. 
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Grange Dock. Grangemouth. Coal Hoists (steamer coaling), Rail Side. 
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Grange Dock, Grangemouth. View of Norway Steamer Berth. 
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The Port of Grangemouth, Scotland 


By JOHN ANDERSON 

















Grangemouth. 


NE of the 
the East 
paratively small industrial town with extensive docks 
, Kirth of Forth, 


most progressive and 


Scotland ts 


up-to-date seaports on 


coast of Grangemouth, a com- 


situated on the south bank of the some 


en miles west of the Forth Bridge. The port forms. the 
erminus of the now antiquated Forth and Clyde Canal, whicl 
tretches from Grangemouth to Bowling, a little port on the 
Firth of Clyde. It is to this canal, when times were more 
yosperous than they are to-day, that Grangemouth mainly 


wes her rise and rapid progress from a mere. river creek to 


system of docks having water area of near one hundres 


<Tes. 


Grangemouth first came into existence as a seaport as long 


io as 1777, when Sir Lawrence Dundas, a prominent land- 
mvner in the locality, opened the Old Harbour, as it is termes 
o-day, This is simply a small tidal basin in the River Carroi 

orming the canal terminus and situated west of the oldes 
portion of the docks. This reek, for it is litthe more, soon 


flourishing coastwise trade, but its prosperous days 


yuilt up a 


cally began in earnest when the Forth and Clyde Canal was 
opened in 1790, the whole tas] of construction having Occ! 
pied the best part ol twenty-three vears, The first vessel te 
pass through the canal from Grangemouth to the Clyde was 
he coasting sloop on \enes,’ on Passage from Leith i 
(;reenock, thus avoiding the long and hazardous vovage round 


Northern Scotland, \n interesting craft to be seen regularl 
n the harbour at the beginning of the 19th Century was thi 
pioneer steamboat, Charlotte Dundas,.’’ when she was en 
ployed in towing sloops and barges through the canal le 
nany years Grangemouth was little more than port of « 

or canal traders; but, as time went on, larger ships, main 
sailing vessels from Baltic ports, began to arrive regularly, 


ind the need for more extensive harbour accommodation became 


a pressing problem, \nother obstruction to the 


progress ol 


the port was the shallowness of the river, which was continu- 
ally silting up with mud, thus making navigation only 
possible for very small vessels. 

In IS#1, the present Old Dock was begun and formal] 
opened in ISts, This is a small dock of id acres, situated 
east of the harbour and to which access to the River Carron 
Was gained by a single lock. It has a total length of 786 ft. 
with a breadth of 300 ft. and a depth of 14 ft. Vhis dock at 
once drew considerable trathe to the port, but still it was 
nsufhcient, and soon another extension was decided upon. 

In 1859 a small dock of 3: acres, known as Junction Dock, 
Was opened, together with three commodious. timber basins, 
as the Scandinavian timber trade was, and is still to-day, the 


port’s mainstay. Junction Dock is 600 ft. long, 216 ft. wide, 
1,500 ft. 


not sufficient to cope with Grangemouth’s growing trade 


and length of quayage is Even this extension was 


, ana 
in the summer months, especially when the timber season was 
at its height, both docks were continually thronged with tiers 
of sailing vessels of all types and Sizes. In those days, each 
ship usually took at least a fortnight to discharge a cargo of 
wood, so these were indeed palmy days for dock-side workers. 
In 1867 the entire canal and both docks were taken over by 
the Caledonian Company (now the 


Railway incorporated in 


L.M.S. group nd in tha ‘ 14,000) to ‘ pping 
Were h nae t tive po ( ( espe locks 
of only eight acres in extent Trade cont ed to improve to 
a vratifving extent and, in Isa ‘ r ‘ tonnage 
t ved in cleared was no ‘ ‘ i i TKK tine 
reed I< further ce ccomni 1 ( ‘ ( ‘ 

















loading 


Grange Dock, Grangemouth. 35-ton Coaling Crané 


vessel. Lifting wagon from rail. 

In I876 work was begun on Carro Dox dace to O 
Dock, and this extension was forn opene ‘ ‘ 
Iss. Vhis dock was a distinct advance, being 1,051 o 
LO ft. wide, with a maximum dept! t 25 It 1 
of 28 acres, lt was cquippcs 1 the y-1O- ‘ ‘ 
of these davs with hydraulic cranes and hydraulic ce ‘ ‘ 
hoists. Ponnag handled at Garangemout totatied, ! [S8v 
858,000 tons, and with the opening of Carron Lon thre yort 
quickly sprang to prominence as a coal port Yet ent ce to 
the docks was still made from. the Carrol LIVE al, 
owing to mud silting, it was impossible to maintai eptl 
of 25 ft. in the river, despite constant fruitless dredging \s 
al result, larg ships were unable to us tie port in ! id to 
anchor off the river mouth and lighter their cargoes ashore 
On one occasion a coasting’ steamer, appropri tely named ** The 
Bull,”’ collided with the entrance locks and burst them, leaving 
every ship then in port high and dry at low water By 1896 
the tonnage using the port had risen to 2,418,878 tons, mosth 
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Grangemouth. New Wall Berth, Carron Dock. Vessel discharging Timber to Railway Waggons by Hydraulic 
Cranes. This Dock has now been fully equipped with Modern Electric Level Luffing Cranes. 




















Grangemouth. Carron Dock, looking East. Vessel discharging Heavy Machinery to Railway Waggons. 




















comparatively moderate-sized ships, but it was then recognised 
that if Grangemouth was to become a really important seaport 
she must have much more extensive dock accommodation and 
direct access to the port from the Firth of Forth to allow large- 
sized vessels to enter. 


\ccording|\ an extensive svstem of docks, channels and sea- 


ocks, having a water area of 95 acres, was commenced in 


I8G3,) and completed by 1906, the whole scheme involving an 
expenditure of one million pounds. his dock system, gener- 
ily known as the New Docks, consists of the Grange Doc! 
30 acres), two canting channels covering a total area of | 
icres, and a large 23-acres timber pond, which latter, howeve 

| the port, 


s now being filled in as superfluous to the needs « 
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Grange Dock. 


each, with a maximun Oo 


above water leve 


(2 One So-ton coaling” craic ele 
) Pwo 7-1 I elect ( ‘ ( 
( ko -lon \ 2s Cs 
Iwenty-three t-ton hy 
(t Three 3BS-cewt. hvdr: Cc 4 s 
In this C1 There ime l ut sr¢ ‘ 
capacity of 125,000 cub. | (3 ve Do 
ind 755 tt. wick max n eC] ‘ ee | 
























Grange Dock, Grangemouth. Coal Hoists (steamer coaling). Rail Side. 


The three entrance Jocks measure G26 ft. overall and SO ft. 
wide, allowing the largest class ot cargo traders to enter the 
port, This vreat doe k extension Lave a decided mpet is te 
Grangemouth’s trade and, in 1913, the amount of tonnage 


iandled rose to. the imposing total ol S80 944 tons. The 


peak vear Was IMO, when 3,890,130 tons of imports ani 
exports were handled. 

The Great War, however, completely paralysed) Grange- 
mouth’s trade, as the complete dock system was taken ove 
by the Admiralty in November, 1914, and used as a base for 
mine-] vers and other naval craft, whil considerable quantitse s 


of floating mines were manufactured at the naval mining depot 
in the New Docks. While hostilities lasted, no cargo vessel 


4 
> 


Was permitted to approach within one mile of the Forth Bridge, 
with the result that traffic for the port was mostly diverted t 
Leith. 

However, since the Wats 
considerable amount of money on dock improvements at 


the L.M.S. Company has spent 


’ 


Grangemouth, and made it one of the most modern of Scottis! 
seaports, though it can hardly be said it is as prosperous to-da 
as it was in 1913, but for that we must blame the times we 


live in and certainly not the enterprising authorities of this 


most progressive seaport. Shortly after the Great War, a 
large electric coaling crane of 55 tons ifting capacity Was 


installed on. the north side of Gri inge Doc k, and some. time 
later two seven-ton. ele tric luffing cranes were added to this 
quay for rapid handling of pig iron cargoes, an important iten 
n Grangemouth’s long list ol imports. The 35-ton crane, 
which was constructed by Stothert and Pitt, Ltd. 
one of the largest dock-side appliances of its kind in Kastern 
Scotland, he port’s latest acquisition is an electric coal 
loading transporter of the most modern type, which was 


installed in Carron Dock two years ago, replacing two of thi 


old-type hydraulic hoists. This transporter cost £30,000 to 
build, and its loading capacity is 700 tons” per hour. 


It was constructed by Henry Simon, Ltd., Stockport, 


and has proved a wise investment and a_— decided 


asset 
to the — port. The work of electrifying the — entire 
dock system has been begun, and the old hydraulic cargo 
handling plant in Old Dock 


has been almost entirely replaced by up-to-date electric cranes. 


, Carron Dock and Junction Dock 
The two remaining hydraulic coal hoists in Carron Dock will 
be replaced by an electric transporter in the near future. It is 
hoped, shortly, to extend this ambitious electrification scheme 
to the New Docks, and when it is completed Grangemouth will 
certainly be in the front line of Scottish seaports. 

The dock-side appliances in use at the various docks to-day 


are as follows: 





Carron Dock. 


| 2 1) 
maximum working height « »| » be < 
plac by an electri Conve 

4 One electric cou ‘ ) () te 
pe no 
; leve ~-ton ele | 
lwo pit { ect ~ 
’ ko N-tol electri I ‘ ‘ 
(t One Bo-cwt hvar c ¢ ‘ 
ri One 2-ton hvdrauli 
(S C)ing IP-ton hydra ‘ ‘ 
( oO ior has SO ple ‘ 
i _ a ipdcit a! ) tH?) 
Old Dock 
( C) ing ] ) steay 
thre hea { 
Fs Pwo -1¢ Clee | ‘ ‘ 

his «do has os ) 

OS, ul cub. f 

Junction Dock. 
(1 Iwo #-ton elect fing 
) O)ing y= ] ( 

two sheds . lhere are ° miles ol ‘ 

Grangemouth, > o6omiles of which he ‘ ‘ cle ‘ 

quays, 

Phe importation of crude « from the Pe (3 one of 
the mainstays of the port, ane the discl { F oO 
oil tankers are most modern, like everyt ov else (; ot 
mouth Extensive oil jetties, capable of ommo ‘ he 
largest ships owned by the British Tanker Compat Limite 
are situated in the East Channel between the dor cates ane 
Garange Dock, The cargoes are pumped ashore from there te 
the extensive tanks and oil refinery owned b SCO Q)ils 
Limited, situated on the foreshore to the « of tl wks 
this concern is the source of supply of motor spirit for pract 
cally the whole of Scotland. In addition, the Anglo-Americat 
Oil Company and Russian oil interests have refineries in_ the 
port, and cargoes for these firms are usually pumped ashore 


into tanks adjacent to the Grange Dock 
news has come to hand that an extensive 
lation of heavy oil from coal may be install 
in the near future. It ts said that the 
about one million pounds, 


\t time of writing, 
plant tor the distil 


ed at Grangemout!l 


11 os 
mstaliation wil cost 
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Carron Dock, Grangemouth. 


Steamers discharging and loading in Hamburg and Rotterdam Berth 
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Carron 


Dock, Grangemouth. South Side Roadway from Level Crossing Bridge. 
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The principal imports of Grangemouth are timber, iron ore, version contracts, several ships iving to be nost completely 
pig iron, steel and esparto grass and, of course, the most out- rebuilt. 
standing export is coal. The port now depends mainly on the In the old sailing-ship days, the loc tuy owners (Grange- 
Baltic timber season for its briskest period of activity. The mouth and Forth Towing Company) are said to ve owned at 
ron ore trade is also important, and that commodity is usually least thirty tugs, and they ere vs owe emplover lhis 
expeditiously handled by means of — grabs. During 1934 Company now owns a fleet o f mode SCTEN d 
several large cargoes of iron ore were brought in from the paddle tug boats, though towing jobs are no w so plentiful 
Pepel district of West Africa as well as from Narvik and North as they were in bygone « Phi est « he CSSé Ss 
\frica. In normal times enormous amounts of pig iron and the two-funnelled screw tug | s, formerly the we 
steel are imported, mainly from continental ports, and most known Dutch deep-sea ss rx CSSt “At ( 
of these cargoes are absorbed by the numerous tron foundries most recent acquisition is the eve paddler ** Eli formerly 
ind steel mills in Central Scotland, Fishguard passengs ‘ 

Grangemouth Docks. lntrance looking towards Docks. Gates Open. 

The statistics for the Port of Grangemouth as regards net \s regards dredging plant ive ye 1M CW 
registered tonnage, imports and exports, for various vears hopper dredget Carronwater, 2o2 tons gross, one ¢ ¢ 
since 1900, are as follows: biggest vessels of her type opt e East coas 

addition, the port so owns. the grab edger Cale- 
aaa donmian,’* which is usually employe I cv the ( 

iat Tonnage pmpors Export , River navigation 

¥ ; 
' ; . Chiefly own v to is veograpl ation, (aranyemoutnp 
2% ( 837 r » ) ) 2 3,275 | ] 
1975-008 1,397,983 1516573 904445 has many distinct advantages over most seaports in Sco 
1,682,727 1,356,248 ) 533,882 890,150 and the Dock Authorities have not been slow Mat S 
886.674 991.376 856.983 1.848.359 se of then Phese nat " SSK “ ‘ sé 
1,552,148 1,772,254 1,676,407 $448,661 s follows 
ore :73 198 canaen “ 83 1) The port is the tern x e Fort! Ayer * 
1,368,096 1,335,971 1,711,319 3.097 ,290 we GIVES. CATCCE COMIC REN Lslasgt 
1,320,529 1,233,460 1,557,461 2 840,921 the cheapest torm of t Spo " ‘ ( ‘ I ( 
1,455,397 1,693,575 1,452,044 055,619 manufacturing districts along 
- 2 Place is itis, Girangemout ‘ ( ( l ri 
The port was closed to Mere} Ship] lit Wa Bee oalhelas Pos Sachin re, the on 
hounc Cs ds ster n s ot Ce _ 
Grangemouth also boasts of a well-eq upped shipva ad, ownes heht cast vs aust ‘ | ‘ 
by Grangemouth Dockyard Company, Limited, which also owns eve ny nt Sco ‘ ‘ ‘ 
the three dry docks in the port, one being situated at the vare S ( tl Vv mile | (; 1) 
in Carron River, and the others in Old Dock and Carro1 doc} ) \s | e sho r ‘ ) 
respec tively. The shipyard dock measures 266 ft. by is ( freight trathe of ( ‘ ( 
and, like the others, it is fully ec ulpped with electric cranes, exped trous sport bv ¢ ‘ ‘ Oo 
electric winches and a compressed air plant. Some years afte parts of ( runt 
the Great War, the entrance to the Old Dock was converte¢ \N\ he the r=] ed-t ‘ ( ~ 
Into a gvraving dock, known as the Middle Drv Docl whicl ountry (al r Oo 1 ( it 
has an overall length of 335 ft. and a breadth of 50 ft Phi e¢ Port of ¢ gem ( er | et ng 
largest of the trio is Carron Drv Do k, situated at the head prospe 1 thre sts p ( 
of Carron Dock, 350 ft. in length and 50 ft. wide. Grange- e been spe n OK M » trequent 
mouth Dor kvard ( ompany at present concentrates mau lv o1 OW ae Ss, oO mp emplove : ) i 
ship-repaii work, as for some time orders for new vessels have ing ol ¢ past ( (; 
indeed been few and far between. During the past ten vears, prepared to ( ‘ e eon | 
this firm has completed many really extensive repair and con- — the powers ( 
ay Althou the nh ft fore ( ‘ 
Irish Harbour Matters Pigg colle i | 
: ties collects 
lore vn 114 lk ir ( ( 1) ( ( ) 
Dublin Port Revenue Increased. L,120,1TTS8 tons, on \ ollect 
41,539. or £6,220 n e tl 
TOTAL sum of £86,802 was collected as dues. on There was. howeve or renain , ' ‘ 
goods in the Port of Dublin) during 1034. This se tonnave of 5 5 . ‘ W341 £ 7 
Is an increase of £7,033 on the amount of dues tons, and she Hitting seen ann (1 168 ‘ { ecte 
collected in 1933. on these vessels bei & £38,963 
This statement was made by Mr. E. H. Bailev, Secretary to The number of Britis! S eam | Site 
the Dublin Port and Docks Board at the second meeting of the Dublin last vear fell oft s comp: th 1933 ere ere 
newly-clec ted Board, Mr. T. F. Laurie, chairman, presiding. 15 fewer British, at the total of 2,312 in 1934, while th R 
Phe inward amount of dues on goods was £66,893, showing steamers were » fewer, the total being 230 The 1 tor Lore 
an increase of £6,787, while the outward figure was £19,909, 9 of the British steamers was 1,139,130 tons, or 21,183. tons 
being an increase of £246, as compared with 1933; 290 foreign lower, and the duty collected was £31,121, a decrease of €543 
vessels entered the Port in 19535, and one less, or 298 in 1934 The tonnage of the Irish steamers was 7.723 tons 
Of cross-channel and coastwise vessels there was a falling off darveane of 8177 tons, and the amount collected as duty was 
to the extent of 274 vessels, only 3,740 vessels entering the £4,201. or £2038 less than in 19838. 


Port during 1934. 
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Steamer discharging ex Antwerp. 





Carron Dock, Grangemouth. New Quay Wall Berth. 














Wagon Tipping into Hold. 








Grange Dock, Grangemouth, 35-ton Coaling Crane loading Vessel. 
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The Babcock Level Luffing Jib Crane is so prominently seen 
that it sometimes happens that the name ‘Babcock’’ is 
associated with that type of crane only. The illustrations 
reproduced on this page give typical examples of other 
‘*Babcock’’ cranes. From top to bottom they are :— 


(1) FIUME DOCK. 100 ton Electric Travelling Goliath Crane, 
fitted with two independent crabs. Span 66.8 metres 
(219 feet 2 inches). 


(2) South Indian Railway. Trichinopoly Workshops. 2 ton 
Electric Underhung Jib Crane to operate bottom opening 
skips for charging cupolas, and also to operate electric 
magnet. Radius || feet (3.35 metres) span 55 feet (16.76 
metres). 

(3) London Power Company Ltd. Deptford East Power 

Station. 80 ton Electric Overhead Travelling Crane fitted 

with Dynamic Braking. Four Motor Type. Auxiliary 

hoist 10 tons. Span 62 feet (18.89 metres). A second 
similar crane is also installed. 


(4) J. Samuel White & Co. Ltd., East Cowes, Isle of 
Wight. 80 ton Electric Giant Crane placing turbines 
on board H.M.S. Redgauntlet. Extreme radius Main 
Trolley 72 feet 6 inches (22.0 metres). Extreme radius 
Auxiliary Trolley 102 feet 6 inches (31.24 metres). 
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BABCOCK HOUSE, FARRINGDON STREET, LONDON, E.C.4. PHONE: CENTRAL 3282 
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The Inventor of the Screw-Pile 
ALEXANDER MITCHELL, C.E., of Belfast 


By COLIN JOHNSTON ROBB 








HERE are few members of the civil engineering pro- fortune of over €40,0K 
fession, espet ally those who have been connectes InventION Was first put 1 p 
with marine structures, who have not heard of the ehthouse « Maplin Sands, e north s 
noted Alexander Mitchell, the blind engineer, who Which is erected ¢ { ( S 
mvented the screw-pile and Was commonly called SCreW top me I Sil ‘ ( eCxnee 
Mitchell." his nickname was attached to him perhaps duce penetrable Phis lightho ect 
to a remark of Admiral Sir Francis Beaufort, who reterred t wht set o n the fe 
him as ** the apostle of st rew-piles.”’ Mitchell was bor entre Lhe ‘ pile ‘ 
William Street, Dublin, on the 3th April, 1780, being — the Cs ele 
eighth son. ol William Mitchell, esq Inspector (;enera ol ( ( 
Barracks in Ireland. When he was but seve cars ‘ 
father removed to a seat called Pine Hill, near Belfast Here 
the noted engineer received his’ first) lessons on pri . 
tutor, and afterwards attended schoo Later, ( ent ) ‘ 
Bellast \cademy, and was there under the { of the ce 
brated educationist, Pr. Bruce. 
Untortunate Vv, young Mitehe S slight s Lee lo ( 
slight allectec Vine ‘ s abe SIX ( s 1 
Wea ess Which alterwards CVE 1 lo ( Sts 
ada SIS Ol l dist ist ol ‘ op rl ‘ ‘ 
Lo beco ‘ ston | } ~ | Ni 
S.all ‘7 Is Hiinye SILT ( ( ( ( al ‘ 
( Ve ‘ ( s,s of “ CSS ( 
ny 0 CUL'¢ n ( Nels ol ea aT ithen Ss SCE 
up-to-da ‘ 
At the age of twenty-one, Mitehe yot mi ur ( ‘ 
lady called Mary Banks, the match being considers 
mother a muisalliance. lt woule ippea that thoug ‘ 
( Lon LIT at yeu re sl orerle 1¢ ¢ ( on 
his ¢ ears Wi fi Y ?) s ( ‘ (rt ‘ 
bevy ’ him to advanes him £100 1 0 ( i 
commence to make thread or bricl t seemed to be suppose 
that some trace seemed te 1 ce oon ca ny pel 
&CCcounl 4 his blindness. 
In the brick-maki v s « seems to | e bee ‘ 
ad sus Ray era sce ; aA r ” : : “th : Extremity of Mitchell's Screw-Pile 
2 4 £ 
In Belfast as an investment, besides acquiring ding gro - 
Hy seems to have been ol mecha wa tur 0 mine tro *)-) P 
childhood, his first invention being a primitive musica st ' " he “i 
ment constructed by the means of pins: stu nto a piece « ae , core 
pine wood, the highes notes being obtaince HV pressing the ere olumns te supp ‘ 
pins deeper into the wood. 7 . ' esigone ' 
One of his first juvenile inventions of note was a clos beacons. ite Dp , 
wheels of wood, the teeth being mace ol oOoped Wire tiv Otte ‘ site ly 
form of staples. He made many model wind and water mills, . a little boat. he ‘ , 
and later made attempts at perpetual motion, and SO CE th ivhthouse struc , ' 
structed a sail which enabled a boat to sail in the teeth of the perhaps ¢ re ; 
wind. irecting: the ( ' 
Mitchell also dabbled in aviation, and at one time he claimed Hugh Gi n. C.J ' ' 
that he could invent a pair of wings which would enable a man house crectes ( > \! 
to fly like a bird, but he later discovered that a bird’s pectoral of ISt1. he and 
muscles were nine times more powerful than his own; so, ot Grahan . — * , \l 
ascertaining this, he finally abandoned the idea distance between ¢ or « 
Phe storms that swept our coasts during the first of | thi as) eomebaaes eal tes = 
third decade of the last century caused great mortality among test the briac S ‘ ' 
mariners, and the reports of these terrible wrecks which ere » 4 Xu \ xs ok - 
due in many cases to the lack of lighthouses and other beacons sight ‘ e peered clos "r 
Where the erection of same was impossible, due to sandy and been a ¢ engines 
mud-bound coast lines, caused Mitchell to ponder and turn his S ies | ; 
inventive faculties in this direction. The question of founding capabli but . ( \ 
marine structures on siltv foundations had already received his wo that I come : 
Mitchell's attention as a friend, who was engaged in construct- ould lea ‘ 
ny i dock at Belfast, had consulted him regarding this knotty \fte “4 Otte ) ‘ ‘ 
problem. engineer breathes S ~ ‘ ‘ ‘ 
Having previously experimented with the view of improving vear 1868. His mortal ren on nee 
wood si rews, it occurred to out blind eng mee! that a screw Yrave dl Beltast 
might be constructed that would screw into mud, sand or silt, a 
the surrounding medium being compressed by the process ot — ats 
screwing would hold the threads if big and wide enough in Manchester Ship Canal Company. 
rigid manner, a 7 7 eer eee Ship 
One evening during the year of 1852, accompanied bv his declared the follow: Ce aE a 
son John, a lad of nineteen, he hired a boat at one of the docks ae iat een then Ol el 
in Belfast, and, with John as oarsman, rowed down the Lough ible , a 
and planted a model pile he had made in a submarine bank. w “a Orns. On tm , Mancheste sup 
This experiment was carried out under the falling shades of " Preference — Warsahics Ss fast yea 
night, and no one, except his son, knew anything about it. O4 per cent. on _ Pretere es Cs 
At a later date he again visited the pile to find that it was = per cent, last ye 
where he left it, as steady as a rock, though there had been I} per cent. on the Ordinar shares, as 
very rough weather in the interval, and so was born the inven- per cent, last yea 
tion of the screw-pile. £35,000 has been placed 1 Reserve for ( 
Mitchell patented his pile in 1833. This invention laid the Repairs, the same as last ve ind £34,824 


foundation of Mitchell’s success as an engineer and secured a 
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Y his invention of the Patent Slip about 125 vears ago varying characteristics of sites and the nature of the subsoil 
Thomas Morton—with whose family the Author is and ground on the foreshore, the problem of deciding upon the 
closely —connected—brought into effective use an — most suitable type is sometimes difficult and always interesting. 
appliance which has proved itself to be not only one of As the frontage in a harbour or waterway is valuable, the 
the most efficient but certainly one of the most economical — longitudinal type is generally admitted to be the most convenient 


the external detects of a vessel 


exposed and the hull repairs carried out. 


methods whereby may be 
The principles under- 
lying Morton’s patent were so sound and practical that they 
are still adhered to, in the main, in modern slipway construction, 
and until recent years few, if any, improvements or develop- 
ments had taken place in spite of the fact that slipways on 
Morton’s principle have been built all over the world. Recent 
developments in slipway construction have been rendered pos- 
sible, firstly, by the perfection of the steel wire rope, bringing 
with it wire rope haulage; secondly, by the application of 
steam, electric power and the internal-combustion 
such a system; and thirdly, by the use of steel, particularly 
modern sections, in the construction of cradles. 

As is well known, there are two distinct types of slipway, 
longitudinal and broadside and, due to the widely 


engine to 


namely, 


and economical; in fact, it is no exaggeration to state that at 
least 90 per cent. of the slipways throughout the world are of 
this 
side type has the advantage, such as in a narrow waterway, 


tvpe. There are many places, however, where the broad- 


river or creek, where a longitudinal slipway 
interfere with navigation. 


would seriously 


Up to about 35 vears ago timber (pitch-pine, oak, jarrah or 
teak, according to climate or country) 
in cradle construction ; in quite a number of modern equipments 
this practice has been adhered to, the more important of these, 
with the relative capacities and dates of construction, being 
given in Table 1. Certain of these are worthy of note: Bombay 
for its fine teak cradle and heavy single-wire rope haulage gear 
(wire rope, 134-in. in circumference); Manila for its 400-ft. 
oak cradle, in two sections, with the haulage attachment set in 


was exclusively used 
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Developments of an Old System 
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mid-cradle; Grimsby for the last reason and Basrah for its shipbuilding and engines re ‘ Hong Kong ‘ 
mass of haulage machinery consisting of three double-drum cradles were of the v pe, el plate d vile con- 
gears, one for each slipway, driven by one steam engine, and struction, the centre sect being a tapered box gird th the 
for its expanding cradles providing combinations for every keel block line rising from f d to aft Phe gradient of the 
type of craft to be handled. heavy cast iron track was | 1S, cl th llagre gears were 
Ol the double-purs iis pri pie d drive b \ el ( 
f TABLE 1 " = , 
) on teed Sa _ motors each of 2.) b.h D eC wire opes were notable, being 
Capacity respect tively 13 and Iv-i ( cumicrence Lecent one ot 
Location Materia tons Date oi. ) , , 4 ‘ 3 
Constantinople... Oak OO 1910 these 2,000-ton siipwavs was replaces Vv one oO 1000) tons 
{ Bombay (Mazapon Dock) leak 1,600 1911 capacity (Fig. 1), which considerably increases the docking 
Manila eee eee eee Oak 2,000 1911 facilities of the company This change presented an interesting 
Port of Para ie es Oak 3at 800 1911 weahlem in wit adieads aa Sat f 
: ) nuractul Ss tating it s 
Sydney aon = iis Oak 800 1911 | rai itl ye ae e - oy > age 
: : i. 
Qat 500 ee a rope with an actual breaking stress of 760 tons and a 
Basrah ae one bcs Teak pot 1916/17 . . PT : 
1 ,. 250 maximum circumference of 154-1n. This was accomplished by 
; ee a 9 « Qs aaa t 
Grimsby ... ove eve Pitch-Pine 2,900 1920 utilizing spec ial flattened strand construction In the vears 


following, many large slipways of note were built, but as a 
It was thirty years ago that a serious departure from timber 
was made in heavy slipway construction, when three large 
slipways, one of 3,000 tons and two each of 2,000 tons capacity, *Paper read at a meeting of The Institution of Engineers and 
were built by S. & H. Morton & Co., of Leith, for a well-known Shipbuilders in Scotland, and reproduced by their kind permission. 
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Marine Slipways—continued 


departure from the usual system, those built for the Suez Canal 
Co. at Port Said in 1911 were on the live roller principle, which 
has been almost universally adopted in American slipway con- 
struction, While comparatively few equipments above 1,500 
tons capacity have been built since 1918, most of them embody 
some improvement tending to increase flexibility in handling. 

Adhering to what may be termed the straight slipway, that 
is, without side-slipping appliances, and departing from the 
rigid type of cradle, there are two outstanding methods of 
rendering an equipment more flexible. These are: 


(a) The use of telescopic drawbars operating between 
sections of the cradle, which reduces the first cost, 
particularly in under-water foundations. 


(b) The setting of the haulage attachment in’ mid-cradie 

or in other defined position, thus rendering it possible 
to deal with vessels of the maximum size or two or 
more small vessels independently. 








for W. S. Bailey & Co., Ltd., Kowloon, Hong Kong. To cope 
with the exacting requirements of this slipway the cradle had 
to be of unusual design. It consists of three main sections each 
100-ft. in length, with a keel block line rising uniformly from 
i-ft. above the rail base forward to 7-ft. aft. The main haulage 
attachment is set between the two lower sections. Thus the 
first and second sections are propelled while the third is hauled. 
The three main sections are sub-divided, as follows: 


No. 1 into 3 sub-sections Nos. 1a, 1B and 1 
ne. 3 2 Nos. 2a and 2B 
No. 3 3 Nos. 3a, 3B and 3« 
Civen eight sections, therefore, and utilizing the various 


combinations of these, the cradle is capable ol dealing with the 
following : 
Il. One vessel 200-ft. in length on sections | and 2, wit! 


the pawls dropped, leaving No. 3 free for a second 
vessel up to 1OQO-ft. 











Fig. 1.—4,000-ton cradle erected at Taikoo Dockyard. 


Of the slipways in the first category perhaps the best known 
are those at Basrah, already mentioned, upon which have been 
succesfully handled, particularly during the war period, paddle 
steamers, stern wheelers, gunboats of the Insect and Fly class, 
deep sea and river tugs, barges, and even the Persian naval 
vessel ‘* Mozatfer.’* Another slipway in this class but of more 
recent date is at Kilindini, Mombasa; it has a capacity ot 
2,200 tons. In this case, as at Basrah, the rail length had to 
be kept to a minimum to avoid interference with navigation. 
Fig. 2 shows this slipway in course of construction, — Intrin- 
sically designed to handle the large coasting vessels ** Dumra 
and ** Dwarka,’’ of the B.I.S.N. Co., the cradle has such 
variations in its combination of sections that it can deal with 
all types of craft from lighters and tugs upwards. There are 


seven sections in the cradle, namely, four 24-ft. 6-in. in length, 
two forward and two aft, and three 28-ft. 8-in. in length in 
the intermediate position. Telescopic drawbars of — special 
design are fitted between all the sections in) such a manner 
that, when collapsed, the actual length of the keel block line 
on the centre way is only 190-ft. These drawbars are designed 
for expansions of either 5, 10, 15 or 20-ft., thus providing a 
cradle, under varying combinations of sections, of 190, 230, 
sections as fixed by the slip-master, the cradle, when lowered 
against its stops, will collapse to 190-ft., and the desired ex- 
pansion will take place as it is hauled up, the weight of each 
section being sufficient for this purpose. With a short track 
this ensures ample draught over the forward keel block for the 
maximum size of vessel. The haulage is of the double-drum 
tvpe, two-part wire ropes being used with a balance pulley 
fitted at the fore end of the cradle. The gear is driven by two 
electric motors each of 125 b.h.p., with contactor control, and 
fitted with improved downhaul gear. An _ interesting paper* 
on the subject of this slipway was read before the Institution 
of Civil Engineers by Mr. F. C. Fforde on 20th March, 1934. 

Phe most recent application of the principle mentioned in 
the second category is a slipwayv of 3,000 tons capacity built 


**Slipway at the Port of Mombasa.” Proc. Inst. C.E.. vol. 238. 


250, PTO, VSO, ZOO and 3800-ft. Whatever the combinations of 


2. One vessel 100-ft. in length on section 1, with the 
pawls dropped, leaving Nos. 2 and 8 available for, 
alternatively, one vessel of 200-ft. or two, each of 
from 90 to 100-ft., separately or together. 


3. By utilizing various combinations of —sub-sections, 
smaller vessels may be handled, and for this purpose 
alternative positions of bilge arms are provided on 


sections | and 3. 


lL = One vessel of 2BO-ft. up to 5,000 tons displa ement o1 


combined sections. 


The cradle construction is a litthe unusual, section 1 bein: 
of plate and angle construction, while sections 2 and 3 are ol 
open lattice design, all increasing uniformly in depth from fore 
to alt. The ease with which sections may be coupled and un- 
coupled, and the distribution of the load over the rollers, are 
two noteworthy points in the design of this cradle, the latte: 
being of great importance in a slipway of this capacity. In 
other respects normal practice has been followed, with the 
exception of the haulage gear, which is of the double-drum 
double-purchase type, having four-part wire rope haulage and 
being driven by two electric motors each of 130 b.h.p., and 
fitted with geared drum downhaul controlled by a friction clutch. 

Of equal importance to the cradle in the safe handling of 
heavy ships is the main haulage gear. More than 100° vears 
ago, before the general use of steam and electric power and 
Wire ropes for this purpose, the favourite system of haulage 
for heavy work was that of hydraulic fleeting, a tedious method. 
Under this system, on each stroke of the ram or rams, a fleet- 
ing rod or link was removed from the chain and, as the cradle 
rested on its pawls, the ram was reversed and connected to the 


next link, The links were from 16 to 20-ft. in length, with a 
corresponding stroke of ram. The hydraulic evlinders were 
therefore of considerable size. The most notable examples of 


this type of haulage within the Author’s memory are Granton, 
1,200 tons, longitudinal, and Rangoon, 1,200 tons, and Manila. 
1,500, both broadside, Bridging the gap to modern types of 
haulage are the following : 





XUM 
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Varine Slipways continued 


Che single wire rope haulage system, that is, a direct is the most economical appliance pres vailable | 
pull from the drum by a single part of wire rope. dealing with small craft, it is usu esire ile more 
Although commonly used in the past for slipways up than one vessel at a time, as fis re equented by a 
to, say, JO tons capacity, there are examples of arge number of trawlers and « ters up . 100 tons 
heavier yvears, such as that of 1,600) tons. tor displacement. There are . . ( here 
Mazapon Dock, Bombay. are again two types of slipway at e d ne 

2, The double-purchase system, in’ which the rope. ts namely, longitudinal and br ST eady 
am hored at one end, the bight passing round ap \l- viven thre forme Ss the most vet ( ‘ 1ous 
lev or sheave attached to the cradle and the other side-slipping or traversing systems hi id ere dea 
end being wound on a helically-grooved drum. Very with by Mr. Henderson i Ss pape Q) ems 
powertul gears of this type have been built, notably eferred to in that paper, that is. re vements 
those for the Hong Kong slipwayvs of the Taikeo above and below the level of possible 
Dockyard & Engineering Co., Ltd., which are to state which is preferable ( 
illustrated in Fig. 1. disadvantages, and cos ) S 











Fig. 2._-Kilindini slipway under construction. 





3. The double-drum system, that is. with two-part wire pol e type I I » be lee ( s ‘ 
rope haulage, the bight of the rope iar ound nature of the sit 
al balance pulley attached to the e1 adle and the ends As aga st tine ( vil id it sit tipie sip] i 
being wound on two drums, right and left helical. there are many places here ‘ dsi ple hii 
In some cases the balance pulley has been replaced is readily adaptabl ! sin elerable, 
by a crosshead, but the former fitting is infinitely only for practica ‘ ‘ ds 
preterable as it renders the equipment thoroug \ traversing or hau y olf, ( ( 
exible, more particularly if driven by two units same. Norm: ‘ ‘ 
This provides an almost perfect haulage gear, f or transporter, and . ee s 
not only is the pull equalised, but the failure of one longitudinally for the accomm« M St 
ol the driving units need not Mcapac tite the slip- ails regriste itl vr nad ais | ad to £ ett ( 
Way, as the arrangement of gearing is such that main track \ series of ese ‘ ‘ Pe 
either unit can drive either drum, thus providing, terraces, af desired, ol S ‘ ‘ t 
In emergency, a double-purchase effect whereby the from the point of view of vard ether Vi ‘ iuled 
maximum load may be dealt with at half the normal off into these berths, speedily blocke off er ‘ 
hauling speed. Fig. 2 illustrates a good example ol to the carrier. A cradle per berth may, « uurse, be used, but 
this type. this is’ rathe extravag t | ‘ ‘ ‘ Y . 
!. lor excessively heavy work, sav, for slipwavs up to terraces can be elin ited ( I 
10,000 tons capacity, a combination of svstems 2 and level ground. Phis is most eres t r 
8 could be resorted to, that Is, a svstem with held fe the cecommod: ono £ I | { 
double-drums and double purchase, thus providing are two methods. of ste v cle ‘ ( f 
four-part wire rope haulage. neline to the horizontal rstly, thre Is consisting’ of 
+] . — - ] » ‘ ‘ ‘ 
, ae 1 ' a the main or carrt cradi ) ir 4 ( ( { 
Usually it is necessary to provide a downhaul gear, if only ; “i : 
2 “ . . (by the transporter supe mpost ‘ tine : a ( the 
to ensure that the cradle (light) can be hauled down to its : 
i j | cradl superimposed on the t sp ‘ ‘ div. b teens 
lowest extremity in order to obtain the desired draught at the : 
: ° Nits CONSISTIN: ol tive s ) 1 
forward keel block. There are various svstems of downhaul . : : ; . 
° ° . nelne ; cls the orizontal, < ad '. aie me my ead o1 
but it is important that the system adopted be one by whicl ; Whil 
the transporter hile the first method mbersom 
the downhaul drum will pay out and take in its wire rope pre- . ; 
. . : althou vh 0 thodox, tii second Ss ‘ 1 Ss p 
cisely at the same speed as that of the main drums, wheth« : ‘ an 
Ris ’ , trcularly applicable in dealing vit or nin ‘ ft 
launching unde brake control or lowerme under power, - ’ 
sur h as barg’ s itis wWwortnyv of some ¢ 
An unusual type of haulage gear not frequently, if ever, , 
3 i . - se : he transporter consists of a serics ons oupled 
seen in this country was designed for a slipway of 1,000 tons : . 
. _- . . tovre tine ior deatinge wt vt oO 1 com) it 
capacity on a gradient of 1 in 12, constructed for Naples in S. — ‘ 
i > 7 Bs or indi, di ally. i DeT h sector a 2 t¢ ( rr more 1) < 
1912. Purchase blocks of 5/4 sheaves were used, the fall of ‘ : 
= - 2 ol two-wheel bowtres, cit Howl 1 ‘ ‘ < 
the rope passing over tandem drums and being accommodated — | , ; USED. fa ae “ae 
° 2 ‘ 4 0 two pa : @ | vies. there ( . YT cs 
on a reeling drum located behind. Over a mile of wire rope : ; r 
° ‘ ; : cme, SO TO SpE | Stayecres He ore ‘ 1 ot tive ( Cs 
f1-in. in circumference had to be accommodated. While this - ee : as 
2 s such that when on the inclined t thr ny { ‘ nd 
. : - l ‘ \\ 1 } i « ~ ( ane 
tvpe of gear is unusual, that installed at Naples performed its + ' 
" Be therefore, the rails of the transporte ( ont For the 
duty efficiently, : , tae 
ne : . ee ee ’ length of the incline, all the ground rails are ‘ nd form 
rhe foregoing are generally the principles employed in heavy 
slipway construction, and reference might row be made to the 
marine slipway for use with smaller craft, to handle which it *'Trans. LES... 1931-32, n. 226 





Vitns 








in both senses, but at the knuckle or the point of transference 
from the incline to the horizontal, the rails diverge in a vertical 
those upon which the seaward bogies run are 
while of the 
bogies are continued ahead for a distance equal to the centres 


plane, that ts, 


gradually curved to horizontal, those landward 


of the bogies and are then curved, resulting in the rails for the 


seaward bogies assuming a lower level on the horizontal than 


the landward bogies. The easier the curve, of course, the 
sweeter the action, but it will be seen that throughout the 


operation the upper surface of the transporter and, therefore, 
the upon which the cradle and barge will 
horizontal. There are equipments of this nature in existence 


rails rest, remain 
and they are understood to be very successful for dealing: with 
a large number of barges up to, say, 50 tons in weight. There 
is one instance where the haulage is done by means of a some- 


tractor. 


elaborate 


what 














This system has proved itself to be 


invaluable in a problem 
presented to the Author, which was to transport loaded barges 
the the the in 


Brittany, surmounting in the process a dam no less than 168 


from lower to upper reaches ol River Blavet 


feet in height. It will be appreciated that it is not) good 
practice to handle loaded craft) on an ordinary cradle, par- 
ticularly if such craft are not very robust. After many proposals, 
therefore, the authorities concerned are now considering a 
scheme whereby the loaded barges will be transported afloat 
over the dam, and this by utilizing a portable dock, in which 
the barges will remain afloat throughout the whole operation, 


Phe following are the actual conditions : 


Maximum load, including tank and equipment toms 





Lower reach to summit of dam... bul a 

(rradient see oes ove 

Horizontal portion to stunmit. ... as a> 

Upper reach to suminit of dam wale a ae 

CGrradient uiee a Jes 

Potal travel = soa : eo ft 

Speed of ascent in either direction .. ft. per min. At 

Speed on horizontal and on descent ae 16°73 

Time occupied for complete cycle si .» mins. 180 

Height of dam eee ae ibe — ae = 168°42 
his is) virtually a broadside slipway upon which it is 


essential that the load handled, namely, the tank, with its barge 
afloat therein, be retained in a horizontal trim throughout the 


entire evolution, The adoption of the principles underlying the 


svVstem already dest ribed enables this to be effectively carried 


out, The gradients he ing so steep, normal haulage is dispense d 


all 


machinery, which is electrically driven, being embodied in the 


with and rack and pinion traction resorted to, the tractive 


tank structure. The tank is mounted on four doubly-articulated 


bogies, two of which are driven and two idle. Two lines of 
heavy pin rack are employed, the pressure on the rack teeth 
being equalised. The electric current is supplied by an over- 
head trolley system, and numerous safety devices render the 
operation foolproof, The setting of the bogies and rails is the 
opposite of that described for the broadside slipway. While 


there are doubtless other methods of dealing with a broadside 


movement, there are instances where it has been found not 
only convenient but essential to carry out the operation 
longitudinally, and to demonstrate this reference might be made 
to two interesting equipments designed respectively for the 
Coast of Guatemala and for Lorient. on the Atlantic coast of 
France. Articles describing both of these equipments have 


already appeared in Engineering. The problem of Guatemala 


was to take charge of 150-ton barges loaded from a ship a 


Engineering, vol. 120, 1925, p. 258, and vol. 135, 1933, pp. 559 & 629. 


The Dock AND HARBOUR AUTHORITY 


Marine Slipways continued 











March, 1935 


quarter of a mile trom the shore, place them on a_ specially 
designed cradle, haul them ahead, and finally traverse into dis- 
charging or loading berths alongside the railway. This was 
interesting, as not only the usual longitudinal 
appliances were used, but for the first time 
Was introduced to effect the transference from 


and side-slipping 
a tipping bridge 
the incline to the 
horizontal. 

much heavier 
lor a different duty is that at Lorient, which is of considerable 
and 4 


illustrate the general arrangement of this slipway as constructed. 


A more recent and equipment and designed 


importance in modern slipway construction. Figs. 3 


The requirements here were to provide accommodation on land 


for ten ships of the trawler or drifter class up to 650 tons in 


with through the medium ot 


with the proviso that any onc 


weight; these were to be dealt 


one main slipway, ship berthed 


on land could be returned to the water without interference 
with or movement of any other vessel. The site available 
proved to be circular and approximately horizontal, on reclaimed 
ground at an approximate level above datum of 6.00m. 


the 
accommodation of the ships, and to bring them to the horizontal 
at that time \ll of 
considered by the including the 
broadside principle, but that eventually adopted was based on 
the 
vessels to be accommodated being fulfilled by the 


(10.68-ft.). It was decided to utilize the horizontal site for 


plane by some means undecided, manne 


schemes were authorities, 


the longitudinal principle, the conditions as to number o 


introduction 


of a tilting turntable or, as it is better described in the French 
language, ** pont basculant et pivotant."’ The site available 


made it possible, by utilizing such a device, to make provisior 


for ten berths, ranged round and radiating from the pont 
basculant.”’ 

La Société du Port de Péche de Lorient contracted to lay 
down in the first instance the main slipwav and one berth 
complete with all hauling appliances, the intention being: that 
local ship-repairing CONCECTHS should rent one 2) mor bet ns 


ty» be subsequently constructed, putting down necessary 
plant alongside to cope with normal repairs \ctuallv, two 
berths have been constructed and further additions are antici- 
pated at an carly date as the port develops and funds permit 
The layout makes provision for the fre pivoting and accom- 
modation in the largest berth of vessels up to 180-ft. in length. 

The main slipway, consisting of the inclined track, cradle, 
wire ropes and haulage machinery, has nothing unusual in its 
design Or construction, The rails are of cast tron and ire 
arranged in four lines, with the usual pawl rack between the 
rails of the centre track. The incline has a gradient of | in 16 
and is on solid) rock and piled foundation up to a level ol 

6.00m, (19.68-ft.), at which point the pont basculant abuts. 
The length of solid’ track, measured on the middle rails, is 
i62.00m. (531.5-ft.), which, combined with the length of track 


of the pont basculant, namely, 44.786m. (1416.94-ft. provides 


a total length of 206.786m. (678.44-ft. ) The cradle is of steel 
construction, is 45.00m. (141-ft.) in length and built in five 
sections, with the haulage attachment at the fore end. rhe 


the 


is of the electrically-driven double-drum type, fitted with special 


haulage is on two-part wire rope principle, and the gear 


downhaul gear. 




















The pont basculant et pivotant referred to for short as the 


bridge (Fig. 5) consists of two fish-bellied steel girders 
».968m. (18.25-ft.) in depth at the centre, reduced to 1.397m. 


(4.58-ft.) at 
bracing, 


the ends, inter-connected beams and 


and designed to cope with the strain imposed by the 


by cross 
weight of a vessel of 650 tons plus the cradle, not only while 
tilting to the horizontal position but also while pivoting. To 


carry out the tilting or rocking movement of the bridge from 
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Marine Slipways continued 
ly the inclined to the horizontal position, the girders referred to of the berth rails which are, of ourse, © milar section and 
S- have fitted to their central bases a steel casting formed to centres to those of the bridge and main t is 209.97-ft.. laid 
is engage with a cast steel base controlling the movement in a horizontally, at a datum leve i (.402n 24, 28-11 \ 
ig fore-and-alt direction. This might be described as the knuckl small indepe ndent haulage \ s provided for « bert 
rc lo provide pivotal movement to the bridge, the lower casting electrically driven by one motor of 23 b n Phese wu lle 
1e s mounted on a drum girder, having fitted to its base a circular are spec ially de signed for hauling the alte Bin lates thes 
roller path of cast steel. Engaging with this are the pivoting berth and ret ming it to the bridg ~ " rhe berth 
rt ive rollers mounted in a ring and running on a fixed circular winches are designed on the endless p nle. v asoakiene 
le roller path of cast steel ot heavy section, The diameter of the of two parts of combined cha and wire one P owe heir 
roller path and of the ring to the centre of the live rollers is transmitted by two. chai Re gee Phe n “ 
a 6.00m, (19.68-ft.). Phe number of live rollers is 48; thev are equalised by a svstem of pullevs mounted o alli. 3 
d slightly tapered and have a contact let eth of 543mm. (13.5-in and the w ana ope port anre P P : ‘ : 
1) Che reaction under full load ul the pivotal foundation IS 1.080 ound two returt pulle ¥ j ang ‘ . 
yf tons, and the foundations were constructed accordingly, Lhe Ihe bogit which avels « ‘ entre = 
a bridge rests in a circular pit of remlorced concrete, the upper outer end wit! . ‘ s fe emt 
c wall of which is at the datum level of 7.402m. (24.28-ft.). coupling to, those of th ; 
e Set in the wall of the pit is a circular rail forming the track for it can pass on to the bridge f ficient d ‘ " 
] a system of peripheral rollers, eight of which are mounte: ! purpose. The speed ot ur to d out of hertl 
heavy bronze bearings, at each end of the bridge. (9.84-ft.) per mir $ d 4 wien 
at light load 
The whol Ope tion ¢ ] ‘ ‘ 
into one or other o tiv SImMp ‘ eme 
ij and 8 illustra ‘ ‘ | ‘ 
: jetties and a simple ad "e 
no time s los ( 
the following ( 
reversed when eains 
( ‘ 
a , ~~ 
{ { 
dye ( re , 
_ ‘ yy) , Sy t 
i I ( ( ‘ 
big. 9. . ie Mating vea ead, dy ed 
face desire r | ; 
The tipping or tlting of the bridge is done by means of three oe Se we dye to re Unie ¥ 
hydraulic rams, two at the seaward end and one at the landward bolts, Whit re sent home, t ging bridg: 
end, each of 120 tons capacity. The ram eviinders are mounted and berth rails into regis 
on trunnion bases, thus allowing the ram heads to follow the ( he berth haulage vear take , d s s forward 
curve deseribed by the ends of the bridge in tilting. Oll is the a bogie for coupling dle - 
fluid used, the pressure ol 120 ke. pet sq. ecm, (1/06.8 Ib. per once hauled into the be 
sq. In.) being supplied by an electrically-driven pump of 25 h.p. 
In the operation of tilting, when pressure is applied to one set \s a means of time a e prey ‘ 
ot cylinders, the fluid is expelled to the evlinder at the opposite bilge blocks tor each docking, a s , : , ws 
end of the bridge, thus providing a= cushioning elfect and seli-aligning and self-adjusting bily: ; 
avoiding shock at the end of the movement. For the inclines Under normal ci imstaneces tor ; ae 
position, when the rails of the bridge regist with those of the be operated vdrau ; ep ' 
main slipway, a gap must be left in the circumicrential in EAt gen ; 
his Is provided lor bs the Introd clion oO il movabk, b n the cradle 1 he pressure Ss D ‘ 
mounted on the heads of the two seaward rams (lig 6) bearing the n re Opt 1 Cay ‘ ‘ 
on its upper surface a section of circumterential rail whicl being such as to enabl 
registers with the rail of the pit when the bridge is tipped to contact with the Wl, when the 
horizontal. The ends of the beam are controlled by guides ( section whatsoeve d re 
accurately set to the curve described by the ends of the bridg* cleased This svstem \ ‘ dhe 
in tilting, and when in its upper position dgve horizonta to facilitate the handling of ships o eV 
the beam is locked at each end by hvydraulically-operated bolts, to rendering the ope on of bl ( R 
Which are controlled by the main pump. At each end of the nearly foolproof as possible, is e . ; ‘ dow 
bridge are also fitted Iwo hvdraulically-op rated locking bolts ( float dock, particu y 4 ‘ ‘ ) re ‘) « 
which engage with recesses provided in the wall of the pit, as es ai scale model « ; , 
lock it in its inclined o1 any horizontal position, bringing: the designed on this system fo o vy or floating do Phe 
bridge rails into register with either those of the main slipwa support is provided by two or mort ‘ eee teri 
or any one berth. Phe locking pressure of these rams is 8 on a rocking arm and move D d " 
tons per sq. in., and is supplied by an electrically-driven o tact with the hull form, to whi the acct odate themselves 
pump mounted on the bridge itself. under uniform pressure, the vertical moven being controlled 
Po tip the bridge from the inclined to the horizontal positior by guides. Phe rocking arn O ed « slippe p 
occupies 4 mins. The operation of pivoting is performed by at on the face of a wedge which contai: d evlinder an 
electrically-driven rotating gear of 15 h.p. mounted on_ thi pistor Che pressure is applic throu e pis Jd. the 
bridge and driving a forged steel tooth pinion fitted at the sea end of which, being fixed, pern ( edge to vel horizon- 
ward end of the bridge and engaging with a special racl tally, thus raising the bolsters ( ( \t 
mounted at the side of the circumferential rail. The pinion and the butt end of the edge is mount on ; er operatin 
rack are of special design, the latter being on the Riggenbacl two pawls which are held in engagem«s , ; viel 
principle, Phere are two pivoting speeds, namely, 3 and 61 two fine-pitch racks as the wedge ad the sien 
(9.84 and 19.68-ft. ) per min, All controls are interlocked i In engagement after contact 1s mack { ends the svete 
such a manner that no movement can take place until the positive In order to reverse the ot ) bloc] 
previous movement has been completed. This applies equally blocks, pressure is applied first to the p linder to lift the 
to the main rams, locking rams, rotating gear, and main and pawls prior to the backward movement « +] edex 
berth haulages, pressure of application betwe« holsters ans hin nrediate 
The berth positions radiating from the pit are ten in number, mined, and the whole operatior controlled from the doc] 
the first two being set at an angle of 24°10’ each side of the wall. Provision is made for positioning each block unit 
centre line and the remainder at angles of 26°20’. The length | ’thwartship and a longitudinal direction. 
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Notes from the North 


Proposed Fish Dock for Liverpool. 


RELIMINARY plans for proposed accommodation for 

a fishing industry at the Canning and Salthouse Docks, 

Liverpool, have been engaging the attention of the 

Employment Committee of the Liverpool Corporation. 

The Committee referred the plans to the Land Steward and 

Surveyor with instructions to submit new plans, with details 

of a building schcme, together with an estimate of the cost, 

including that of a cold storage and other ancillary require- 
ments of a fishing port. 


To Prevent Flood. 


Liandudno Council has under 
estimated to cost £11,000 to prevent the flooding of the shorc- 


consideration a schem«¢ 
ward part of the town. 

Mr. W. T. Ward, the Council’s surveyor, has put forward 
a scheme which comprises a system of groynes cn the 
and measures for the prevention of flooding on the promenade. 
It is proposed to erect a concrete wall at a distance varying 


shore 


from 30 to 35 ft. from the existing sea wall; the space between 
the two walls is to be paved with concrete and large area grids 
provided with outlets draining to a surface water manholé 
discharging on the seaward side of tide valves, 

On the landward side of the promenade it is proposed to 
build an earth bank, with openings at appointed positions for 
access to the promenade. These openings could be closed by 
suitable barriers in the case of emergency, and the earth bank 
would then form a second reservoir and second line of defence. 


Grain Storage at Liverpool. 

\t the 52nd annual meeting of the Liverpool Grain Storage 
and Transit Co., Ltd., Mr. Edward Paul, who presided, said: 
“We have at the Alexandra Dock at the north end of the 
Liverpool Dock system two warehouses—.\lexandra No, | and 


No, 2, with a working capacity respectively of 50,000) tons 
and 25,000 tons. We have again, at the Alexandra Dock, 


transit silos with a working capacity of 750 tons of grain per 
hour inwards, and a greater capacity outwards. We have at 
Dock, at the south end of the Liverpool Dock 


the Coburg 
warehouse with a working capacity of 


the Coburg 


system, 
We have, during the last few vears, installed two 


50,000 tons, 


pneumatic grain discharging plants of the latest and best 
design, one at the Alexandra Dock and one at the Coburg 
Dock. Each of these plants has a working capacity of 500 


hour. Finally, for the convenience of our business, 


7,000 tons.’”’ 


tons per 
we own a fleet of barges with a capacity of 


Eroder in use at Hoylake. 

Kor many years the Hoyle Lake, Hoylake, has been silting 
up with sand, and it has become extremely difficult for yachts 
and fishing boats to enter it except at high water. With the 
object of re-cutting a channel at the entrance to the lake, the 


Hoylake Council have supplied an eroder which is similar in 
construction to one which was used. effec tively in the Mersey 
Estuary by the Mersey Docks and Harbour Board. It con- 


sists of about 200 yds. of stout steel cable, anchored at each 


end and supported by buoys. Attached to the cable are 
numerous iron-shod legs,’’ which kick about with the action 


of the tide, with the result that the sand so disturbed is washed 


away by the receding: tide. 


Isle of Man Pier Works. 
Isle of Man 


costs of the 


Government .\ccounts, 
given of the Red Piet 
that, theoretically, about £110,000. still 
the extension of the Red Pier, which is expected to be com- 
pleted by the summer of next year, 1936. 

Phe 
Harbour Engineer some years ago, was £262,000. By the end 
19338, £08,624 
his included the proceeds of a Manx 
¢€50,000. Since then, a further loan had 


In the particulars are 


extensions. It is stated 


needs to be found for 


estimated cost of the work, as submitted by the 
of the fourth year, concluding on March 31st, 
had 


Gaovernment 


been spent. 


loan ot 


been raised, partly for this purpose. It is understood that 
about £25 000 1S likely to prove sufficient to meet the costs 
until the 8ist March next. By that time the work will only 
have about a year-and-a-quarter to run. Construction costs 
have gone down greatly since Mr. Blaker made his estimate, 


and estimates are always generous when dealing with work 
done under the The Man Board 
asked for a report upon the situation, in preparation 


to be sea. Isle of Harbour 
has been 
for next vear’s Budget, and, without anticipating their report, 
it may be expected that the Isle of Man is going to get its 
Red Pier berths for less than it expected. The average expendi- 
last SIX had £25,000, 
balance of, £40,000 during the next two financial vears 


might possibly be found without creating any fresh public debt. 


ture for the years been about and a 


Say, 


Bidston Dock. 

Mersey Docks and Harbour Board has authorised the letting 
two-and-a-half acres of land at the Bidston Docl 
Ltd., for the handling and storage of 


on lease of 
to Timber and Wood, 
pit props, ete, 


Bidston Lighthouse. 


Birkenhead Corporation has decided to purchase the Bidston 
Hill Lighthouse and the cottages adjoining from the Mersey 


Docks and Harbour Board for £1,000. The purchase includes 


5,088 acres of land. 


New Dock Board Dredger. 

The trials have taken place in the River Mersey of the 
Mersey Docks and Harbour Board’s new dredger, *‘ Hoyle.’ 
The vessel, which is 330 ft. in length and has a hopper capacity 
of 70,000 cub. ft., has pumping machinery capable of filling 
the hoppers with 3,500 , fifty minutes, but 
during her trial she pumped this quantity in forty minutes. The 
handed 


tons of sand in 


vessel has now been over to her owners. 


New Sea Wall. 

Port St. Mary Commissioners are seeking borrowing powers 
for the cost of erecting a wall on the seaward margin of a 
strip of land which the Commissioners have been given by the 


representatives of the late Mr. Edwin Qualtrough. The wall 
will start at the end of the breakwater. 
The sea wall is to be made in four sec tions, the first of which 


is estimated to cost about £900. In each of four winters, 
fifteen men will be employed for twenty-one weeks. lhe 
Government has promised a grant of £675. 

Echo-sounding Apparatus. 

At one of the meetings of the Mersey Docks and Harbour 
Board, Lieut.-Col, J. G. B. Beazley mentioned the successful 
application of the echo-sounding apparatus in locating a sub- 
merged wreck in the Mersey. 

Recently, the flat Dulverton’’ sank off the Canada Dock 


entrance, he said, and the marine department, to locate the 


wreck, tried the usual sweeping operations, but without result. 
They then made an effort to locate her by the echo-sounding 


apparatus fitted on the board’s tender Vigilant,’* at a cost 


of £350. The effort was successful, echo-sounding disclosing 
an object standing several feet above the bottom of the river 
bed. A diver was sent down, and at once found the wreck, 
Which was lifted and taken to Tranmere beach. 
Personal. 

Mr. Sidney Rigg has been appointed assistant goods and 
dock superintendent for the L.M.S. Railway Company at 
Kleetwood. Mr. Rigg, a native of North Lancashire, began 


his career with the old Furness Railway Company, at Barrow, 


and his experience has included various branches of dock work- 


ing, both there and in London, where he was transferred in 


1924, 


x * * 


Capt. Robert Parry, chief piermaster at Garston Docks, has 


retired after 25 years’ service with the old L.N.W. Railway 
Company and the L.M.S. Railway Company. He became 
master of the Stalbridge Dock in 1909. 
x x * 
Mir. W. S. Carson, assistant dock superintendent for the 
L.M.S. Railway Company at Fleetwood, has been appointed 


chief commercial assistant to the district goods 


Manchester. Mr. 
Carson, who was the chairman of the Commissioners when the 


manager at 


Carson is a grandson of Mr. Alexander 


kKleetwood Dock was opened. 
“ Penny ” Bridge. 


At a 


Board, the question of 


recent Docks and 


Mersey Harbou 


freeing from tolls the Poulton Bridge 


meeting of the 


\ the Bidston 
Dock, Birkenhead, again McVey 
asked the chairman of the Works Committee whether, in , 
of the development at Bidston Dock, where it has been decided 


at a cost of £29,369, the time was oppor- 


‘the Penny Bridge ’’), nea 
Charle S 


(colloquially known as 
was raised. Mr. 
VIEW 
to construct a quay, 
tune for a conference between the Wallasev and Birkenhead 
Dock Board for the purpose 
the bridge from tolls. That matter ought to be considered at 
The Chairman of the Works Committee that 
they were at present having a conference with the Birkenhead 
and Wallasey Corporations on the subject, and hoped that the 
abolished. The 


matter to be 


Corporations and the of freeing 


once. replied 


road would be thrown open and the _ toll 
present, however, was not the moment for the 
brought before the Board, 
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Tender Accepted. 


Corporation Health Committee recommends 
acceptance of the Messrs. WY I. \very, 


22, Bryom Street, Liverpool, for the supply of a weigl 


the 
Lid. 


hrido 
Ipridg« 


Liv erpoo] 
tender of 


with cast-iron girders for erection at the Collingwood Doc} 


sea, lor {°7"*A() 


n connection with the disposal of refuse at 


Dock Board Conversion. 
Mersey Dox ks and Harbout Board 


the £9, 800,000 3! 
1935-65 


has successtully arr: 


cent, debenture stock, 


for conversion of per 
into 51 per cent. debenture stock, 1970-80, at 100 


\ccording to the Board of Trade returns, Liverpool is second 
only to London in the import trade, and is the first port in the 
kingdom for exports, which are the produce and manufactures 


of this country and which mainly emanate from the North and 
Midlands. 


Under the borrowing powers conferred by the 


. 
ne 
1S various 


Boare 


\ets of Parliament, £44,658,286 has been spent on the develop- 


ment of the undertaking to July Ist, 1954, the end of the last 
financial vear, Of that amount, £6,845,728 has bee ‘ 
leemed, leaving an outstanding debt on Ist Julv, 1984, « 
£37,812.558 Phe total revenue of he Boare for the ast 
financial vear (ended Ist July, 1934) was €5, f41,660 

kor the current financial vear, from vnd | ist { let 
January, the total tonnage centering the po my tt oO 
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Port of Southampton Topics 


Vew Liners make first appearance at Southampton. 


EBRUARY is ust Ol ‘ 
be Sstry 1 south 0 S once ‘ j S ( 
itl s bro ent 2) ( 
Nortl \t Lilt pas ( ( ‘ ( nes ( 
ebb « the month, but ecent ve s the +s nes 
been accentuated through thie bsence o sO 1 I ( ‘ 
vessels engaged on cruises. 

Six well-known Wners re engaged oO let rth pieas ( 
vovages—the * Nquitania ‘* Homeric, empre 
Britain,’ empress ot \ustralia,”’ \sturias,’ 

\randora = Star”’ ind not one otf them e-appe ( 
Southampton during February. One or two of them will be 
back again in March, but there are others in) the sextette 
which will not return until late in April or early in May 

Under normal circumstances five out of the six ships woul 
be sailing from Southampton at least once a month—hence the 
feeling Ol slackness during then absence 

In view of the fact that February is normally such a quiet 
period, it is interesting to mention that six well-known line 
made their first visit to Southampton during the month 

Phe first of the newcomers was the krench Line's cabin sl p, 
Sag Lafayette (25,178 tons vrTross), which called = in Cowes 
Roads to embark passengers by tender She was outs 
bound from Havre to New York. 

kor a week or two there was a succession of this Ce . 
pany’s ships making their first call at} Southamptor for it 
Was only last month that the French Line substituted this port 
lor Plymouth as the embarkation centr for the I ted 
Kingdom. 

On February 3th the French Line’s othe super cabin ship, 
‘Champlain’? (28,004 tons oss), made her appearance. On 
Kebruary 2Oth the lle cle France,”’ whicl I augurated the 
new arrangement, was back again, and then on February 27th 
Southampton welcomed, for the first time, the popular ‘* Paris 
54,572 tons), 

While on. the subject ot the ke renech | ce, it may le aa 
tioned that the Colombi mace her nitive ( Ol Feb \ 
25th, when she inaugurated the Southampton call as 
the service to the West Inches, Spanish Main, Ty id 
Panama is concerned, 

This was quite an event, for Southamptor ( ( ‘ 
and regular connection t| aT Wrest Indies fo CONE 1D 
a quarter of a century Phe break came whe he Re \l 
Steam Packet Company decided to discontinue” thei Cy 
to those islands, 

\nothe: newcomer Was thre ** Voltaire,”’ vhich has bee 
assigned by her owners, Messrs. | amps Holt, Lt te 
the cruising business. This pop lar vessel s to undert ( 
lengthy series of pleasure trips from Southampton this vez 
whilst) het sister-cralt, Vandvek, will carry out a. similar 
mission with Liverpool as her terminal. Phe Voltaire ’’ is 
scheduled to carry out twelve cruises from Southampton She 


vessel ot 


Is a 13,284 tons gross. 


10,777,134 tons, and rates and due essels ‘ pou 
received amounted to €1,120,644, S vail LO. 544,408 tons 
and £1,117,229 tor the correspon ge perk ( ( end 
Ist July, 134. 

Phe charges t prese cit ) ( > ( ~p ! 
goods are well below. the xin ( © ¢ ‘ b 
Vet of Parliament t } ( ( 'B ) 
powers to adj ISt those ore ( ( ( ) ‘ 
neluding interest on ipit 
Dee Conservancy. 

In the annua Epo he ec Ce Be 
Stated that the average ti er v O re 
193 4 witl evar oO adept ( t c 1 | 
owing to the se of ( ( ‘ ‘ 
nearly the ¢ of ‘ ( 

Ni Walt Col ‘ ‘ 

1 { CCO s ( ( ) ( ‘ ‘ 
ol thre Boare SS! ere ie ) ‘ 
ti] 8 ids. 7 ( ‘ ‘ 
apiti CCOUNTL ¢ ) t ? OOS ‘ ‘ 
the ' lis : ; 
1 ( 4) exp ‘ ( ‘ () ‘ 

( | | 1p 

 ¢ ‘ ¢ ( ( 
| \ 
( ( 
( 
~ 
‘ ( 
r D ) ' 

) ‘ ) | 

is, ( ( 1 p 
‘ ‘ ‘ ) 1 ‘ | 
lea but 1 vent 
expr ( ‘ r (; | ) 

Cine ( p 

lt) 

1] Cl 1) ‘ ( « ) ) 
seh ‘ ' So pt { 
ollowes ain ‘ - 
in M ( it ( ae ( 

( ( ppt ( 
Docks Statistics for January. 

Si hampto 1)« r 

( | op ( p ) 7] 

‘ Cust eon ‘ ‘ 
ul ties 0 ‘ ur px ( ( ( ( 
pa ( I i ( . ( ‘ 

Lhe mi ) ‘ a 

trie cre ( | i ere 
173 Line cep ‘ r ‘ } 
178 espect ( 
Lhese n ‘ ( ‘ ( ( ( 
pare Wo,ito V 
st) ‘ ‘ ‘ 
oO ‘ oan ~ i 
P ere & < 
| ( ‘ mM ~ 
{ 4 

| )) ( ( ( ) ( 

cre { ot ) { | 
( pin Vem ( 1D 

t 7,188 ( year (24 I 
( I mu oO 14 ( ‘ t 
oO ( Ds dep | 2 7 t, 08 

ihe cargo ecreast oO Vi etere ‘ 
imounted to 210 tons inward n l¢16 tons o 

I yorts totalled 38,497 tons, as compare t! 38.707 i ve 

igo, and exports amounted to 26,291 tor rainst DSO 
tons 
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Hull and the East Coast 


Revival of Bridge or Tunnel Project at Hull. 


NTEREST in the project to communication 
Hull and the Lincolnshire the 
Humber by means of a road bridge or, alternatively, a 


improve 
between side of River 

tunnel under the bed of the river, has been revived and 
the consideration of it by the Ministry ol 
The Barton-on-Humber Urban District Council have passed a 
the Minister of 
Transport, pointing out the desirability of a bridge over, or a 
tunnel under, the Humber for the purposes of through trafic 


Transport invited. 


resolution instructing the clerk to write to 


ind the development of this area of the United Kingdom. The 
Minister is reminded that a Committee of the House of Com- 


mons approved a Bill for that purpose a few vears ago, and 
that it was held up by the National finanical crisis, and he is 
strongly urged to advise the Government to subside such an 
undertaking out of the money proposed to be devoted to public 
works of national utility. It may be that the 
project was first launched the Government undertook to sub- 
scribe 75 per the estimated the 
local authorities coming to an agreement and providing the 
The Council have adopted a 
resolution noting the reported decision of the Government to 


recalled when 


cent. of cost conditional on 


balance, Barton also second 


use public money in the promotion and execution of large 
schemes of work which would prove to be assets to the whole 


nation, and assist the mobility of transport and urging the Hull 
tunnel) | 


Corporation to reconsider the bridge (or scheme, and 
to ‘Stake steps immediately for the promotion of this project, 


as it is reasonably obvious that this eastern area of England 


cannot properly be developed under existing conditions.’ 


Increase in Road Transport at Hull Docks. 


Phe extent to which road transport has encroached on rail- 
way trafhe is shown by the fact that during a two-days’ strike 
of timber carriers at Hull upwards of 200 motor lorries had 


congregated at the Hull docks and timber importers’ vards 
from all parts of Yorkshire and the North of England and the 
Midlands. 
more to road transport for the inland delivery of goods from 
the 


shipped at 


Phe railway authorities are also turning more and 
docks. A great deal of traffic, which formerly was tran- 
Hull for neighbouring towns and villages, is now 
intercepted there and delivered direct by motor lorry services, 
Hull the London and 
North-Eastern Railway have over sixty motor vehicles ranging 


in many cases Saving a day in transit. \t 


from ordinary two-ton lorries to six-ton mechanical horses. 


Dredging of Scarborough Harbour. 


\t a meeting of the Finance Committee of the Scarborough 
Corporation, a letter was received from the Harbour Commis- 
with 
Harbour at 


sioners scheme for dredging Scarborough 


£4 000, 
tion of the matter was, however, deterred to a future 


regard to a 
an estimated cost of £5,500 to Considera- 


meeting. 


Ideal Shed Lay-out at Goole. 


Phe latest new shed to be constructed at Goole by the London, 
Midland and Scottish Railway is pointed to as something new 
in| modern Phe this 
particular shed and its adjoining quay atlords an example of 
what can be done by intelligent The 
operate in such a manner that every possible form of discharge 


dock practice and lay-out. lay-out ol 


fore-thought. cranes 


can be catered for, In the first instance, the quayside cranes 
span lines of way immediately alongside the dock wall, thus 


enabling bulk cargoes that can be ** cleared *? through Customs 
Other bulk 


iron and steel, are deposited 


without delay to be loaded direct on to wagon. 
cargoes, such as semi-products of 
on the quay in the position in which they remain until required 
for despatch by rail, the same simple type of lift that discharged 
the various trafics in their temporary storage positions being 
available for truck. e 
still 


line ol 


again transport to 
the 


shed 


Beyond this storag 
within 
the 


ground, but 
the 


span of the discharging cranes, 


runs front doors. 

every vard of the front of the shed, which is approximately 
360 vards in length, is served by roller shutters, which prevent 
entirely the congestion caused by the ordinary door admission 
Inside, and running the full length of the 


shed, is a series of travelling cranes having an overall span, 


to transit sheds. 


not merely of the storage area in the shed but also of the 
railway wagon lines which run through, and enable a complete 
‘cover’ of the total area to be made. The lav-out in this 


case affords absolute justification for conceding a wider space 
between ship and shed and for covering this space by the span 
of the discharging cranes, thus avoiding useless trucking. In 


other directions the older form of shed in use at some of the 
quays at Goole has proved itself of great value, due to the 


operation of trafic consequent upon Customs examination and 
bonding. While many ports have been in difficulties from this 
angle Goole, we are pleased to know, on the authoritv of Mr. 


Edward G. Garstang, Steamship Manager L.M.S. Railway, 


has maintained a steady flow of business with which even the 
novelty of many of the duties and the work entailed has not 
seriously interefered. 


Meeting of Bridlington Harbour Commissioners. 


At the quarterly meeting of the Bridlington (East Yorkshire 


Harbour Commissioners, presided over by Dr. TV. C. Jackson, 
it was reported that the dredger, recently purchased, had i 
ten weeks removed 9,765 tons of material from the harbour. 


Mr. S. Charlesworth, Chairman of the Works Committee, sai 
that 
Christmas week, and that on the whole, 
withstanding, 


Newby expressed the opinion that if the Commissioners could 


there had been continuous working, with the exception ot 


minor set-backs not- 


the dredger was giving satisfaction. Councillos 


average 10,000 tons during the winter they could consider 
they were proceeding quite satisfactorily. It was stated that 


had the Commissioners engaged an outside firm to do the wor! 


it could not have been done at less than half-a-crown per ton, 


and that when the Harbour was cleared by hand in 1884-5 the 
cost was Is. 3d. per ton, and wages were much less than 
to-day. 


Councillor Newby remarked that in order to move 10,000 tons 


of mud at 2s. Ed. per ton it would have cost the Commissioners 
£1,250, and that in view of their payments they were doing 
the work at much smaller cost than if they had had to engage 
others to do it, He was quite satished witl the dredge 

although they had to ce knowledge that they would be faced 


the 
good as 
of it they would be 

On the motion of Mr. 
mon Seal of 


the bo 


chase ol 


with necessary repairs. Phev could not expect it to be as 


new. If they could get five or ten vears’ service out 


well repaid. 


Garay it was decided to fix the Com- 


’ 


the Commissioners to the mortgage n respect ol 
bh 


¢€1,500 trom the 


the dredger. Phe 


rrowmye ol yank requires for the 


pur- 
Commissioners considered Wn 
with 


Royal Air Force in connection with a proposed grant 


private a report of an interview representatives of the 


towards 


the cost and maintenance of the dredger ard the question of 
increased accommodation for the R.A. Vnother matter the 


Commissioners had before them was an applcation for the use 


of certain of their property near the harbour tor amusement 


pul pt SCS, 








Hartlepools Dues Reduced. 


The 


beginning of February, decided to reduce their tolls and dues 


Hartlepools Port and Harbour Commission, at” the 


by a further 5 per cent. from March Ist, making a total rebate 
The 
showed a surplus on the year’s workings of 
£4,174 in 1933. and 


which tolls had been levied showed an increase of 


of 25 per cent. below statutory rate. financial statement 


(5,302, against 
Imports of timber exports of coal on 
101,435 loads, 
and 154,370 tons, respectively, during the vear wl 


With 1933. 


en compared 


The Port of Copenhagen. 


The number of ships which entered the Port of 
during January, 


Copenhagen 
16:35, was as follows :—Irom inland ports 960 
175,266 n.F.t.. and 14 


The shipping arriving from 


steam and motor ships arrived of sail- 
ing vessels arrived of 2,757 n.r.t. 


foreign ports comprised 620 steam and motor ships of 353,088 
n.r.t., and seven sailing vessels of 3620 n.r.t The total of 


steam and motor ships and sailing vessels arriving from both 
inland and foreign ports amounted to 1,601 vessels of 531,473 
Ro 


The statistics for the vear 1984 are now available, and show 


that 24,691 vessels arrived at the Port of Copenhagen with a 
net registered tonnage of 7,065,567. This total was made up 


as follows: 


14,934 


., and 136 sailing 


Shipping arriving from inland 
and motor ships of 2,154,316 n.r.t 


ports, steam 


vessels ol 
27,732 nr.t. From foreign and 


1S81I8,831 n-er.t 


ports, 577 
244 


moto! 


steam moto! 


ships arrived of vessels ol 
O4,688 ner.t. The total of 
both inland and foreign 
vessels of 6,973,147 n.r.t., 


n.r.t 


~» and sailing 


steam vessels arriving 
24,511 


G2, 420 


and 


from ports was therefore 


and 3880 sailing vessels of 


The number of vessels that arrived for bunkering, et and 


not included in the above figures, was 1,204 steam and moto: 
ships of 691,297 n.r.t., 


Imports and exports during the nine months ending Septem- 


~) 


and seven sailing vessels of 2,537 n.r.t. 


ber, 1934, show an increase over the figures for the corres- 
ponding period of 1933. For the first nine months of 1934 
imports amounted to 3,401,890 tons, as compared — with 


3,101,755 tons for the corresponding period of 1933. Exports 
for the first nine months of 1934 amounted to $10,123 tons, 
as compared with $61,521 tons for the corresponding period 


of 19383. 
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The ~ Westmoreland ” discharging Meat into Cold Storage. 
Hk remarkable growth ol Southampton Docks is throug the Port, and have lt ‘ pton 
striking tribute to the efficient and progressive n its speedy climb to eminence B 104 
standard of the undertaking, parti ularly when it is The vreat « epth of wate ‘ e opt ' ‘ 
realised that less than LOO years ago the docks were quays ol Southampton has bee Dp n 
non-existent at the Port. It was in 1836 that the Southampton nee in attracting a huge volume )] ( 
Dock Company Was incorporated by \ct of Parliament, and in \nother factor favourable to. the ” ‘ 
1843 that the first dock was opened for traffic. Since the latte: ides—15 f on Springs and & ft \ 
date extensions and additions have been continually increasing facilitates the handling of — shipp ‘ t 
the area and importance of the docks so that to-day Southamp- ve s, the approaches to the prove 
ton is Britain’s Premier Passerger Port, the third Port of nd this has strengthened § 
the United Kingdom, judged in terms of the quantit ol great British port where ( ( 
shipping tonnage entering annually, and fourth Port in respe state of the 
of the value of import and export trade dealt with Phe 17.000.000 tons = 
By successive stages the docks have grown until the s more ‘ 
comprise four wet docks and seve ( docks rdaditic ‘ POs ‘ ‘ . 
extensive deep-water river quays along e Rivers Itehe d oug erst ' os 
lest. The wet docks an the dates of the opening are S ny ¢ pas e\ ‘ < ; 
follows: The Outer Dock, of 16 acres, IS15 e Inne Do 21 ( wvregat ( ‘ 
of 10 acres (the only closed basin on the Estate So] he SO pt s ( 
Kmpress Do k, ol I acres, iGiw): and the Ovcear Lox “4 Oct . ) ‘ 
lot acres, 1912. - Dp ( 
Owing to the inability of the original Doc Comp 1 oO spre Cs st 1 sim ‘ ‘ ; < 
provide the necessary facilities to cope ee tel witl ‘ so secon o Lo on « ) ‘ of 
ever-increasing trade, the docks were purchase n IS, by © Value port e DI 
the London and South-Western Railway Company, who wert So s e developmet ‘ 
In a position to extend thr ndertaking more fully ( s bee neerne y 
Company ow Southern Railway Company ve Stille port e of shipping 
their action by embark Yoon mbit.ous s CS ¢ ‘ ( s t h the s pop 
ment, the latest of which has dwarfe Il] previous efforts lie cus . yt 
an attempt to make Southampton the supreme nmere st of ( n exp R 
port. eg ( ce of Ni ) ‘ 
Primarily, natural advantages have lent particular emphasis sien to the port o Ire 
to the development of the Port, and the harnessing cf thes lhe marked increase of pop ; 
gifts of nature has been the means of providing a safe port of England has given the Port efte ( yoasts 
entry for the largest liners engaged in the Mercantile Marine. 16,000,000 inhabitants \ (i S 
Access to the docks is by means of am incomparable estuary The most striking developm ( ( 
about SIX miles long and one mile wide, with a depth of wate! do ks during recent vears | s ber re | 
about 35 ft. at L.W.O.S.T. \nother feature that is unique and perishable trate. norm ( { f« 
amongst British Ports, and Is, moreover, a great boon to quite one-third of the total np s ‘ | t 
shipping, is the possession of double tides daily, whereby the periods of the vear, and from. every ‘ o furnish a 
period of high water is extended by about two hours. idea of the dimensions of specific | hi ndle it n 
The Port’s position in relation to London, which is only 78 be mentioned that 3,500,000 packages of outh Africar 
miles distant, and its proximity to the principal European deciduous fruits were dealt with last season, as well as 
<entres, are other factors that have aided the flow of trade 1,500,000 boxes of citrus fruit from the same sour Messrs 
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Grain for J. Rank, Ltd.’s New Flour Mills being discharged from “ Temeraire ” by Pneumatic Discharging Plant. 
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Cargo of South African Fruit in No. 101 Shed at the New Docks Extensions. 
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Southampton Docks—continued 


Elders and Fyffes’ banana traffic from the West Indies and afloat at all states of the tide. The premises in question are 

Central America, which is comparatively new to the Port, the property of the International Cold Storage and Ice Company, 

amounted to 1,500,000 bunches in 1933, compared with 900,000 Ltd., and have a storage capacity of 1,700,000 cub, ft 

bunches in the previous year. Now nearing completion, the Southern Railway Company’s 
Imports of meat and produce from Empire sources, particu- huge Dock Extension Scheme, commenced in 1927, has added 

larly South Africa, New Zealand, and Australia, have increased, a thoroughly modern self-contained Di s Estate to the accon 

as have the quantities of fruit and vegetables received from modation already described 


the Channel Islands. 
Other commodities in which substantial progress has been 





made are wool and timber imports, the increase in the last- 
named trathe being due, no doubt, to the extensive building 
operations in the South of England. 

Apart from its overseas connections, Ss uthampton has 
very large cross-Channel trathe the services of the Southern 


Railway Company providing almost daily communicatio 














Krench Ports and the Channel Islands, whilst others! Ipping 
companies link up Germany, Holland, and Belgium | ( 
ort. 

In regard to the Port's passenger trathe activities, 
be mentio Cd that the total number emb nye ; disemb: 
ng, both ocean and cross-Channel, has cre d 40 per ce 
since 1921, whilst Southampton has acquired 55 per ct 
the United Kingdom’s ocean passenger tratlic—a_ percentage 
far in excess of that claimed bv anv oth port, Const ected 
alone the many deep-water quavs are modern single and double 
storied transit sheds, into which special trains run on the days 
of arrival and departure of line s, thus obviating much con- 
venience to w hu h the ocean Vovar' would be exposed Ww sucl 
facility was non-existent, 

very convenience in the wav of ce uipment S proy ded 
the quays, sheds, etc., toa expedite work Y ind the needs of 
special classes of traiic, such as fruit, meat, wool, timbe 
grain, are particularly catered for. Up-to-date types of elect 
cally-operated level-lufinge cranes are extensivel emploved fe 
quayside working in conjunction with electric trucks of D-t 
standard capacity, the latter being utilised for the transport « 
freight between qual and shed, ec. Lhere is also a svsten 
of hydraulic cranes, providing with the electrically-operates 
types al complet range ofl quavsice litt Ne apphances Irom one 
to fhilty tons, \ further suppiement to this equipment is: pro- 
vided by a lo50-to1 foati Y crane, itihised for excepto | 
heavy lifts. 

Dry-do kk FY accommodation n St ¢ ecessitv torm part 
the equipment of ) up-to-date port, nd in this respect the 
Southern Railway ¢ ompany | e made ample DrOvisio { S.S. “ Majestic” in King George V. Graving Dock World's 
Southampton Docks Six graving docks, ingine’ from Rsv present largest liner in world’s largest graving dock 
to O12 tt. in length, are ivallable, in) additio to whiel ere 


Was completed, m WSB8. the vest 2 vine’ do n the ( he <ite « 7 ‘ ‘ 2 | ‘ 

the ‘ King Creorge’ . Jock ** hay ny a Ove H lengt ol ( the ors 1) S 
1,200 ft., and a width of entrance of 135 ft Thus there “fi-f} wide ‘ ‘ ? ) ( 
provided at Southampton Docks drv-docl re ccommedatis to Millbrook Denitient I en ey , were 
for the largest as Well as the smallest vessels oat. his ticle but bare ‘ ae ‘ P P P the 

Phe total lineal quavage on. thie estate ( iding 7,000 1 st ction of ; aqua \ ; Ly t | rf 
recently completed in connection with tl Docks Extens hout East to West va e Sort , the 
Scheme is 2B.214 ft. dredging: of deep- ter « ‘ ‘ ‘ t hb Ds 

DOCKS ANID QUAYS IMI STONS 
L.W.O.S.1 
Ocean Dock ese ae ‘ 154 Acres 1() ft hin 
Kmpress Do : - , ISS Acre Ai f 
Outer Dock sas ; ‘ 16 Acr IS f ( rf 
Inner Dock — _ rer 1O Act i.) it H ' 
Itchen Quays oa on ‘ D3 ft if 
South Quays Pls ae = «ft 
Test Quays i ho : Sf 
Docks Extension sen . $0-45 ft 
DRY DOCKS: DIMENSIONS 
N 
N N N N ne 
| 
1 n 
La h Over 10] 0 IN] i 0 wo OO } 0 ) 
Lengt it | ! 78) (UO 40 O ) ( 151 0 yo Q r 
\\ it ke tne? (yt 0) l 0 Oo @O ( () ( ) ( 
Depth f water ver B 
H.W.O. Sprit Pid 19 i 0 4 ) 
Dey ot water over Bloc} it 
H.W .O. Neap Tid ) > ¢ ") ~ } jy oO ‘ 

A factor of inestimable value to the trade of this Port is the e, and on the North side « ‘ thre mation al 
linking up by rail of all quays and sheds with the main-line raising of about 100 acres of the mu ve 
system of the Southern Railway. Forty-five miles of railway is being planned not only for such dock accessories as quay 
exist on the Estate, which effect direct Communication with space, sheds, warehouses, roads anc ail sidings, but also for 
every town and market in Great Britain. the establishment of factories and depots whi aturally grow 


In addition to the facilities mentioned, the value of the docks up round a deep-water «lock. 
to the commercial world is further enhanced by the existence The new extensions in¢lude 7,000 ft. of deep-water quay wall, 
of excellent Cold Storage accommodation, This is provided on designed for an ultimate depth of water of 45 ft. at L.W.O.S.17 
the Test Quays, alongside which vessels may berth and lie Facing this quay wall, which has now been completed, will be 
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Southampton Docks—continucd 

















The ~ Majestic : 


eight magnificent passenger and cargo: sheds, Four of these 


have already been erected, and the second four are at present 
under construction, 

It is at the extreme West 
the ** King George V. Dock’ 
largest dry-dock in the world 
dock was built primarily to house the new 73,000-ton Cunard 
White Star liner, but its sufficient to accom- 
modate vessels up to 100,000 tons, or more, if ships of such 
commissoin. It contains 


ejected in four hours by 


that 
the 
This 


end of the docks extensions 


previously referred to as 


has been constructed. 


dimensions are 


brought into 


whi h can be 


size should ever be 


260,000 tons of water, 


Port of Nantes 


Phe following table shows the imports and exports at the 


Port of Nantes for the vear 1934, as compared with the veai 
1933: 
IMPORTS EXPORTS 

1934 1933 1934 1933 

Tons Tons Tons Ton 
Asphalte and Tar 13,530 19,314 950 163 
Bananas saa 21,286 22,646 
Building Materials 10,965 34,561 38,933 47,427 
Cereals 24.445 33,924 26,566 4.767 
Coal 883,979 865,108 34,288 42,327 
Coke = ie — . 850 . 
Essence (for motor cars) 75,887 59,006 1,749 951 
[ron and Steel Ji +e 14,566 17,498 6,234 5,406 
Kaolin 2,034 3,328 — 
Nitrates 17,531 8,262 
Oilcakes i 880 800 
Oilseeds (Ground Nuts, ete.) ... 3,499 4.394 - 180 
Ore sr 1,583 160,825 126,570 
Petroleum ... , _ 5,848 6,917 -_ 
Phosphates 136,755 139,886 10,035 692 
Piteh 25,497 19,638 = 
Pyrites ; rae 47,866 36,218 31,650 28,931 
Rice a és ne 65,217 54,165 40 
Salt 1,459 2,139 650 
Sugar das bes aaa 45,281 48,498 3,726 4,723 
Various ne 72,569 82,204 78,794 90,258 
Wine and Rum : vid 92,089 109,487 7,832 11,014 
Wood (from Scandinavia) sme 15,512 13,924 53 400 
Wood (from Colonies) 7,943 4,424 148 163 
Woodpulp and Paper 6,197 11,821 - — 


Totals 1,629,868 1,598,162 403,423 364,472 


in the King George V. 


Graving Dock. on January 19th, 1934. 


‘ge centrifugal pumps. Phe dock, which was built in 
was opened by their Majesties the 


King and Queen on July 26th, 1933. The R.M.S. ‘‘Majestic,’’ 


four la 
the record time of 21 vears, 
at present the world’s largest liner in commission, wis success- 
fully dry-docked there on January 19th, 1934, 

It will be obvious, from the details recited 


dock owners, are 


above, that the 
Southern Railway Company, as pursuing, it 
no uncertain manner, a highly commendable policy of commer- 
clal enterprise, calculated adequately to supplement the great 
Southampton, and to place it in the 


natural advantages of 


forefront of the world’s seaports, 


Port of Wellington, New Zealand: Statistics for 1934. 
that traffic 
ending 
previous 


rom statistics just available, it can be seen the 
in the Port of Wellington showed = for the vear 
1954, an increase over that of the 
than it had considerable 


tonnage of 


September 30th, 
; when it was lower been for a 
period. Whilst the total 

Was little higher than in the 1932-33 
$,6035,110 n.r.t., 


Veal 


’ 


vessels entering the port 


and increased only 
the 


outwards 


vear, 
tonnage of all 


tran- 


3,652,764 n.er.t. to 
cargo handled 
shipped showed over the above periods an increase of 159,700 
tons, or 12.4 per cent., rising from 1,292,576 tons to 1,452,276 
The manifest tonnage, which included transhipments 


from 


classes” of inwards and and 


tons, 
outwards as well as inwards, was 1,640,774 tons, an incre:se 
of 11.8 per cent., or 172,582 tons over the previous year. 


Robert Boby, Ltd., Bury St. Edmunds. 


Two very interesting pamphlets have just been issued by 
Messrs. Robert Boby, Ltd., of Bury St. Edmunds, Suffolk. 
One of these pamphlets, known as Leaflet SGC. 201, 
describes some of the recent installations which have been 


carried out by this firm for the purpose of dealing with various 
methods of treating and handling grain, seeds and cereals. 
This leaflet illustrations of some of the plant 
supplied. 

The other pamphlet is known as Brochure P.L., and gives 
a very full description together with illustrations of the pneu- 
matic grain discharging plant which was recently installed at 
the Imperial Dock, Leith, by Messrs. Robert Boby, Ltd. 

If any of our readers are desirous of obtaining copies of 
SO by application to Messrs. 


also. gives 


these pamphlets they can do 
Robert Boby, Ltd., and mentioning this journal. 























Sea Loadi ng 


Modern Methods of Loading 


By R. B. YELD, late Assistant 


HE great engineering achievement which 
has brought the crude oil resources 
of the inland oil-fields of Iraq to the 
shores of the Mediterranean Sea, has 
been the means of almost a transtormation in 


the methods of loading oil-tank vessels. 


At the hitherto — insignificant harbours — of 
Haita and Tripoli, terminal stations for storage 
of the crude oil, pumping installations, and 


submarine pipe-lines leading to mooring berths 
a mile from the shore, have sprung up. 

Both sea-loading terminals at these two ports 
are equipped to load an average of seventeen 
10,000-ton tankers each month, at the rate of 
four million tons of oil per annum. 

Loading of oil takes place at the rate of a 
thousand tons of oil per hour and a_ tank = ship 
having a capacity of ten thousand tons of oil, will 
berth, load and clear in an average of eighteen 
hours. . 
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Berths for Oil Tankers 


Crude Oil by means of Submarine Pipe-lines 





Marine Superintendent, Iraq Petroleum Company, Ltd. 

















View showing how the flexible hose is brought on Goard 
a tank vessel. 


There are three loading berths at Pripolt 
and two at Haifa. Four large mooring buoys 
are allotted to each berth, the buoys being each 
SCC ured to two ale hors weighing five tons 
each by adequate scope of heavy chain, The 


mooring buoys are so arranged as to enabl 


a ship to moor facing the prevai'ing conditions 


of wind and tide. The position of the buoys 
is determined by the depth of water available 
and by the configuration of the coast. The 


presence of headlands, shoals and islands has 
frequently a marked effect) on the set of the 
true tidal stream, and moorings are therefore 
laid in) position only after an exhaustive study 
of local meteorological records, an examination 
even of the sea bed. This 


of the coast-line ane 
last takes the form of submarine © surveys, 
which are undertaken by divers. By the 
results of these preliminaries, the buoys = are 
enabled to be placed so as to allow of a vessel 


lying at the moorings with her head _ pointing 


£ 
= 














Mooring launches in Tripoli Harbour 













































nm one ol several ¢ er ons \\ ( ( et ad s west 
sulted to the lov t\ 

In taking up bertl ship oors ‘ < 
( 1 ill ( ne ST¢ a ces to t ‘ MIOVS She x ‘ 
by a mooring Mast an Priole to thy bert ~ ‘ ( to ( 
sea-going motor launches ‘ eECUSS this se eC. s ‘ 
the ship must be boarded by the mo ow maste e distance 
out to sea on al expos coast bhes ‘ ( s ser 
tow thre ship's hawsers to thie | s, to tire ‘ 
secured by the iuncl crews \ ar ( re 
Weathe ( Ils lo cons ‘ ible S 

lhe supDn { nes ONSIST ©O cN ‘ Z ete 
stee] pipe, \ elder Lot ( Ol ~ 11 t s 
elects cal We ding Is ( WOVE s ( shore 
belore the nes ire aid to sex 
The Haifa Loading Berths. 

Loading of tankers at Haifa takes place t 1 one 
berths, at both of which = there S ept ol t¢ ot > tI 
at mean tide. 

\ single 12-in. pipe-line to ea bert s reduce t the 
seaward end of thi line by means of ; \ to t ‘ iwo &- 
flexible hose pipes. 

The 12-in, pipe-lines are laid « the sea bottor oht 
angles to the shore, and the berths are 2,GOO0 tt apart ‘ 
ends of the lines being {.P1l2 ane 1wol tt espectivel fron 
the shore. The flexible hose is buoved so that t mav be 




















Haifa Harbour. One of the 5-ton anchors secured to a barge before being 
placed in position at the sea loading berths, 
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Sea Loading Berths for Oil Tankers—continued 


picked up by the tanker and, having been brought on board 
by means of the ship’s tackle, connection is made to the 
A , I . ’ - . . . 
vessel’s tanks and the loading of oil is ready to begin. 

















Type of mooring buoys in use. Weight 2 tons each, 


(Photo taken in Haifa Harbour). 


The loading operations are controlled by a signal station 


on shore, situated between the two pipe-lines. The signal 
station is equipped with an electrically-operated visible signal- 
panel system of communication with a pump-house. In the 


pump-house Worthington-Simpson centrifugal pumps operated 
by Laurence Scott electric motors of 500 h.p. are installed, 
and are capable of pumping the oii at the rate of 1,000 tons 
an hour. 

Between the signal station and the ship, communication is 
maintained by flag hoist, using the international code of 
signals; by submarine telephone; by Morse blinker and by 
siren, 


The Tripoli Loading Berths. 


The system of operation at Tripoli is on similar lines to 
those already outlined, except that gravity loading is employed. 
The rate of loading obtained by gravity from tanks, which 
are erected at a height of 220 ft. above sea level, is again 
1,000 tons per hour. Transfer of oil from tanks situated at 
a lower level is, when necessary, carried out by a Worthington- 
Simpson centrifugal pump, driven by a Laurence Scott electric 
motor of 185 h.p. 

There are three sea-loading berths at Tripoli, all 2,600 ft. 
apart, and at each of these moorings there is an average 
depth of 50 ft. of water. There are two 12-in. diameter pipe- 
lines to a berth, whieh are reduced at the ends to connect 
With 10-in. flexible hose, one hose to each  pipe-line, the 
difference of method being due to the adoption of gravity loading. 
The lengths of the Tripoli sea-lines are respectively: 4,420, 
1,400 and 5,470 ft. from the shore to the loading berths, and 
the lines are laid fan-wise. 








Traffic at the Harbours of Narva and Reval, Esthonia, 
during 1934. 

An exceptional degree of activity has been maintained 
during the year 1934 in the harbour of Narva, owing largely 
to an improvement in wood exports, Ihe harbour _ tolls 
amounted to no less than 260,000 Kroner, which is claimed to 
constitute the extraordinary increase of a hundred per cent. 
over the 1933 figure. Exports totalled some 52,000 tons, and 
imports 50,000 tons. 

In the year 1934, 3,380 ships with $43,839 n.r.t. visited the 
harbour of Reval, as compared with 2,846 ships with 885,037 
n.r.t. in 1938. Out of this total, the foreign traffic amounted 


to 1,285 ships with 809,271 n.r.t. The total volume of traffi 
was larger in 1934 than it had been at any time during the 
past five years. The n.r.t. of the coastal traffic showed a 51.8 


per cent, increase over that of the previous year, and the ocean- 
going traffic a 1.6 per cent. increase. 
foreign trafic amounted to 529,552 tons, as compared with 
106,337 tons in the previous year, the greatest improvement 
being in exports, which showed a 80 per cent. increase. 


The goods turnover in 

















DONCASTER 





OUTHAMPTON DOCKS 
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A word to Importers and Exporters 


OUTHAMPTON is in the centre of the densely 

populated area of Southern England. Sixteen 
million people live within 100 miles radius. 

London Markets are reached in three hours by fast 
freight trains from Southampton Docks and there are 
similar services to all parts of the country. 

The close proximity of Southampton to the other 
Channel Ports makes it an ideal transit point for 
traffic to the Continent. The Docks are also in direct 
communication with over 160 of the Principal World 
Ports. 

Southampton Docks are extending rapidly and have 
ample Cold Storage accommodation, modern auction 
sales room for fruit, etc., and every convenience 
for the rapid handling of cargoes of any description. 

For rates and all general information write to 
E. J. Missenden, Docks and Marine Manager, 
Southampton Docks, England. 

For information regarding Cold Storage Rates, 
&c., apply to the International Cold Storage & 
Ice Co., Ltd., Southampton, England. 








Route your Produce via Southampton ! 
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By A. O. HELPS, M.LStruct.E... A.M.1.Mech.E., 


HE 


Diesel Engine, due to its greater thermal efficies 
and the cheapness of its fuel, wi timately displace 
the steam or petrol engine in many fields of 


transmission, 


Of recent years Many conversion schemes have been carried 
ut. In dock and harbour use these have mainly been confines 
o tugs, floating erain elevators, fire-floats, ete, The Port of 
sristol \uthority has carried out several of these conversior 
chemes, and considerable saving has been shown in the caste 


f floating grain elevators, du principally oO the eliminatior 


aising, stand-by and the ttit 


tf steam 1 


yersonnel required to man the craft 
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Mechanical Assistant to the Port of Bristol 


a) Kull load test, tue aun ) 
observed (five hours’ duratior 
b len per cent. overloac est (« 
(« | hree-quartet Oat cs Tue 
a! Half-load tes fue onsumpt 
( (,overi Iny tes 
| Slow-running test 1 oO 
ny Spee witl cy il | ny iro 
Votes on Tests. 
Cold Starting. e engine ( 
Ol eacl Ot SIOT tive 1¢ 
\ ‘ ‘ ‘ ‘ 
s aL ) 
cl { is ‘ 
Maximum 
Load.— This pres ‘ 
object ( 
HeLive 
lh 


is Col ent ( ( 








Scope of Tests. 


(a) and fuel 


at various 


lo determine the b.h.p. output consumption 
loads. 
(b) To measure the rate of lubricating oil consumption and 
that the 
cylinder walls, gudgeon pins, etc., were adequately lubricated. 
that the output at full | 


load IS 
within the capacity of the engine. 


to certify from subsequent examination bearings, 


(c) To certify normal rated 
reasonably 


(d) 


ingoing and outgoing cooling water. 


lo observe the temperature of the exhaust gases and the 


(e) To examine the principal working details at the con- 
clusion of the trials. 

After the preliminary examination and approval of the 
arrangements for the test, including the balancing of the 


Heenan and Froude Dynamometer arm, checking of the brake 
constant, and loading weights, the following tests were run: 











ly - ‘ , \ 
‘ ‘ ect ‘ 
aes ak dua call 
The Petters’ 4-cyl. 55-b.h.p. Cold Starting Atomic Diesel Engine. cicle nd the 
ppt 1rol e p 
he author has had the advantage of ca ¢ out the accep Exhaust Gas Temperatures. 
ance Ul s of all the Diesel ¢ Y es emploves wil st being ermometers places I ] cl 
fully aware that summaries of Diesel engine s have ( ‘ ‘ ( ( 
time to time appeared in the Press, e cons s that a ‘ Lhe eclatu clLwee © « 
cription of the actual testi methods emploved ‘ ‘ oO p ollows 
complete caleulat ms for a test would be oO! mterest to ira Hie ( jp ( ( ) 
dow ks and other ¢ gineers, pa culal is the emp ving oft ( plot er ivains ( 
this form of power transmission is rapidly increasing as ey Sut t simple vet valuable ¢ 
Ing’ machine ry depreciates or becomes obsolete ing e engine o ‘ 
Ihe result of the test serves to show. the present state ‘ 1 develop within 1 engin 
development of this type of unit. the relation between the ex 
The test selected for des ription is thiat ecenthy carned out Engine Periormance. ep 
on one of two engines fitted to a harbour fire float, the 1 t tions for the var1lous tests ‘ 
in addition to having a new hull, was converted from petro ( SUMMA s beer prepare 
engine to Diesel engine operation early 1034 \ erap sho ner the Once ( 
The port ind starboard Dicsel engines cre oupled b sou ! il ’ The ( Ste 
Hans Renold silent chain drive to the eNIStING Merrvwe Live . range of ¢ pul 
Hatfield type fire pumps, each pump having ipacity of ( The flatness of e Tue S ) 
gallons per minute at 150 Ibs. per sq. in. By means of « hep. and GOS b.h.p a Oe 
operation the engines can be used cither to propel the flo overload conditions shi ( t 
drive the fire pumps. rmal rating is well chose : 
. la tI ye OWes fie ( p 
Description of Diesel Engines. b.h.p. hour, occurs under the 10 p 
Each engine is a four-cylinder unit operating on the two- Brake Thermal Efficiency. ( 
stroke evcle with crank case compression, and each ted 55 30 per cent. on the b.h.p ting 
b.h.p. at 575 r.p.m. The type is known as the Cold Starting performance for an engine of the twe 
Atomic Diesel, and is manufactured by Messrs. Petters, Ltd., pression type. 
of Yeovil, Lubricating Oi] Consumption. he 
It will suthee to here describe the testing of the starboard consumption, after allowance for ( 
engine only, as the methods emploved for testing and _ the per b.h.p. hour, 
actual test results were very similar in each case, Speed Regulation. \ governing 
is 1 


Acceptance Trials of ‘Two Diesel Engines for a Dock Fire Float 


initial Explosion Pressure at Full 


p 
Method of Measuring Fuel Consumption. |! 


recorded in the test cal tions ‘ 
respons to load changes “as ell S sp ( 
Was nothing to criticise. \t 2 ‘ ( 
dynamometer it was demonstrated that ef 
at 225 r.p.m. for several minutes the 
evlinder and without nursing 

Crankshaft Alignment.—This — sh 
accurately checked, as mal-alignment res . 
ture, The alignment was tested by means « sp 
placed between the crank webs and fo to be 
deflection for the worst conditions 

Inspection after Trials.—\ close’ ex 
mechanical details was made aft the 1 ‘ 
all four lines being entirely dismantled for tl 
The small end bearings were in excellent con 
that lubrication of this most important pa 


thoroughly effective. The big ends 


and the man 


futhority 


rt had 
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Acceptance Trials of Two Diesel Engines—continued 


journals were also in excellent condition. The workmanship 
was sound, and as the b.h.p. output, fuel consumption, etc., 
were quite satisfactory, the engines were accepted as comply- 
ing with the maker’s specification. 


Actual Test Calculations (Starboard Engine) : 
Full Load Test 55 B.H.P. at 575 r.p.m. 
Test 5-hours duration. 








Brake Constant BHP WN Where W weight in lbs. 
- N revs. per minute 
1000 
95.7 x 575 
BHP . 55 BHP 
LOO0 
Note engine run one hour before taking fuel tests. 
Full Load Fuel Consumption. 
10-Ibs. of in 25.166 mins. ) 
10-Ibs. oil im 25.166 mins Average time 25.277 mins. 
10-Ibs. of in 25.500 mins. | 
10 x 60 
Therefore oil burnt per hour at full load 23.75 lbs. 
25.27% 
23.75 
lherefore Fuel per B.H.P. hour at full load .432-lbs. 
as) 
Fuel per BLH.P, hour at Full Load 432. pounds. 
Brake Thermal Efficiency at Full Load. 
Kuel per Engine hour = 23.75 pounds. 
Calorific value of Fuel 19,625 B.T.Us. per Ib. 
SA 75 19625 
Iherefore heat surplied per B.H.P. hour —_——_ = 
55 
8.470 BLTLUs. per BLH.P. hour. 
Note the Heat Kcuivalent of 1 H.P. hour 2.545 B.T.Us 









From PETROL 
to PETTER 


Western Daily Press"’ Di ES + LS 


The steel firefloat “BRISTOL PHCENIX II”’ built by Charles 
Hill & Sons Ltd. for the Corporation of Bristol is engined by two 
55 B.H.P. Petter Atomic Diesel Engines. This vessel replaced a petrol 
firefloat. 

Starting is instantaneous. 
no banked fires, no petrol. 
The advantages of these Engines will be evident to all Dock and 
Harbour Engineers. 





Photo by *‘ 


There are no stand-by charges, 












Our Technical 
Department will 
gladly advise on 
similar installations. 
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One H.P. hour is a 
33,000 x 60 = 


definite amount ot 
1,980,000 foot pounds. ‘The 


mechanical energy, Viz: 
mechanical equivalent of F 


heat in B.T.Us. One B.'T.U. = 778 foot pounds, hence— 
1,980,000 
One H.P. hour _— — = 2,545 B.T.Us. 
778 
2545 
Therefore Brake Thermal Efficiency - 30 per cent 
8470 


Lubricating Oil 
to 3 p.m. 
Oil added to 


Consumption (5-hours observation) from 10 a.m. 


lubricator 9.00 pints. 


Oil reclaimed for filtering 6.00 pints. 5 
Theretore actual pints used 3.00 pints. 
Lubricating oil consumption in pints per B.H.P. hour afte 
3 
allowing tor reclaimed oil .0109 pints per BHP hour. 
5) xX Oo 
Specified at .01 pints per BHP hour. 

General Remarks. 

On completion of five hours’ full load test, the temperatut 
of the ingoing cooling water was 81° Far. 

The exhaust gas temperature being 419° Far. average 

The maximum initial pressures in each cylinder were we 
balanced at 730 lbs. per sq. in., and were taken by means « 
the usual indicator, 

The temperature of the lubricating oil in circulation on con 
pletion of five hours’ full load test was 140°. 

Temperature of shop 73° Far. 

Exhaust 41% average. 

Cooling water inlet 81° Far. 

Outlet 105° Far. 

10 per cent. Overload Test. F 


One hour 60.5 B.H.P. at 575 r.p.m. 





pt 
pounds 
10S x 575 
BHP. 60.5 BHP 
LUOU 
Fuel Consumption. 
(1) 10-lbs. Fuel in 23.2 mins. 
(2) 10-lbs. Fuel im 23.2 mins. Avera 23.16 minutes. 
(2) 10-Ibs. Fuel in 23.7 mins. 
10 x 60 
Iherefore kuel per hour 25.9 pounds. 
23.16 
95.9 
lherefore Fuel per B.H.P. hour 428 pounds. 
60.5 
10 per cent. overload Fuel per B.H.P. hour 128 pounds, 


Brake Thermal Efficiency. 


Fuel per hour 25.9 pounds. 
Theretore Heat supplied per B.H.P. hour 
25.9 x 19625 
8400 BTUs 
60.5 
Heat Equivalent one H.P. hour = 2,545 BTUs. 
2545 
Therefore Brake Thermal Efficiency 30.3 per cent 
S400 
Exhaust Gas Temperature on completion of 10 per cent. Overload 


lest 150 degs. 
Water: Kahr. ; 


lemperature 72 degs. Fahr. 


Kahr. 


Cooling Inlet 84 degs Outlet 1O8 degs. Faln 


Shop 


’-Load Test—41.25 B.H.P. 


at 575 r.p.m. 


Ruel Canesnmntinan Cranh 








6.8.%. 11.25 BHP. 


LOOU 


















March, 1935 


Fuel Consumption. 
(1) 3-lbs. 
(2) 3-Ibs. 
(3) 3-lbs. 





Fuel in 9.5 mins. 
Fuel in 9.66 mins. Ave 
Fuel in 9.55 mins. 


THE Doc 


~— 
rage J.d¢ TINS, 






































3 x 60 
Fuel per at 3 load 18.8 pounds Brake Thermal Efficiency. 
9.57 kuel per hour 14.26 pour 
18.8 1% LGG25 
heretcre Fuel per B.H.P. hou 456 pounds Heat supplied per B.H.P I 10,150 BIT 
11.25 27.5 
Fuel per B.H.P. hour at 3 load 456 pounds Heat Kquivalent of one H.P. hour 2545 BTU 
Brake Thermal Efficiency. ; —_ ; e409 ‘ 
herelore “uke herinal Mew per 
Fuel per 18.8 pounds. a _— ' ~ 
IS.8 x 19625 
‘ ! pera I 1 ( Ave 
Heat supplied B.H.P. hour S010 BIT plage 
11.25 ( n Wats It ts | () ( | 
Heat Kquivalent of one H.P. hour 2545 BT lemperature Shop ¢ I 
9545 GOVERNING TES) 
Iheretore Brake Thermal Efficiency as 28.5 per cen ie <5 REP 
Pemperature of Exhaust Gass Average 351 dey I: 
Cooling inlet 73 degs. F.: Outlet 93 deg F ° 
lemperature ot Shop 64 degs. k 
}-Load Test—27.5 B.H.P, at 575 r.p.m. 
I I 
| | c 
a 473 CRANKSHAFT ALIGNMENT AFTER WORKS TEST TAKEN BY 
| pounds MEANS OF CLOCK DIAL INDICATOR BETWEEN CRANK WEBS 
) Yn: 
6.0.?. di BHP 
LOOO 
Fuel Consumption. ( 
(1) 3-lbs. n 12.61 ns. } 
Y) 8-lbs fain 12.633 mins Average 12.605 min et 
3) 3-Ibs n 12.583 min 
} 60 
» BDC denot Bott 
kuel ye 14.26 pound 
, sal 12.605 , | ieitiinaaie a 
SUMMARY OF TEST RESULTS 
I er! 
Nat BHI RPM 
Full Load ) 75 23.7 i ! i 
10% Overload ... 60.5 7D 25.9 $25 Not s] ) ( 
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Fuel per B.H.P. hour 519 px 


Fuel per B.H.P. hour at 4} Load 519 p 
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News from all Quarters 


South Africa 


The traffic through the main ports of South Africa for the 
month of November, 1934, will be seen from the following 


table :— 


Cape Town Port Elizabeth East London Durban 
No. of Ships — an 179 82 100 Y45 
Freight in Tons 


Unloaded 110,907 39,246 36,344 162,878 
loaded 66,412 24,056 10,966 261,827 
Reloaded 1,231 24 3 2,097 

lotal : 178,550 63,326 17,313 $29 802 


French Possessions 

the total number of ships entering 
the Harbour of Tunis was 1,484 with a cargo of 370,475 tons. 
The lowest import was in the month of May, when only 115 
ships with a cargo of 20,602 tons entered the harbour, and 
the highest was in April, when 120 ships with 24,964 tons 
entered. The worst month for exports was March, when only 
24,4 tons of goods were despatched, and the best was July, 


During the year 193 


when 60,960 tons of goods were shipped on 141 vessels. The 
average monthly turnover of only 60-70,000 tons of 
contrasts most unfavourably with the 180,000 tons which is 
monthly 


goods 


reckoned as the average turnover in successful 


U.S.S.R. 


\s a consequence of the general decline of Russian export 
trade, the turnover of the Harbour of Odessa fell further 
Whilst in the year before the War it 
exceeded 4,000,000 tons, and as recently as 1931 was still in 


trading years, 


during the vear 1984. 


the neighbourhood of 8,000,000 tons, in 1934 it was estimated 
at only 1,500,000 tons, or 2,000,000 tons. This is due mainly 
to the decline of ocean-going traffic, as both large and small 
coastal traffic has actually increased, as compared with 1935. 
The large scale coastal trafic lay principally between Odessa 
and Viadivostock, and consisted of food and iron goods, whilst 
the smaller coastal traffic increased owing to the larger quan- 
tities of fruit and vegetables to be transported. The fall in 
the trathe of the harbour is due not only to the reduced export 
capabilities of the U.S.S.R., but also to the deliberate limita- 
tion by the Government of imports. There are no hopes of 
any improvement of the present situation in the near future. 


Rumania 

During the vear 1934 the number of vessels entering the 
harbour of Constanza was 1,850 with 5,039,000 r.t., and the 
number clearing 1,862 with 5,084,000 r.t. 


2 This constitutes an 
increase of about 1138 vessels with 170,000 r.t 
l 


over the trafhi 


ugher than those 


in 1988, whilst the 1933 figures were already 
of 1932 In spite of ettorts to encourage the export of wood 


and grain through the harbour, Constanza has remained 
primarily a petroleum harbour. The Rumanian Government 
has also been making efforts to develop the importance of 
Constanza at the expense of the ports up the Danube, but so 
far without any noticeable SUCCESS, 


Spain 


Phe number of ships entering and clearing the harbour of 
Cartagena during the vear 1934 was 951 with a total tonnage 
Ss ~ s 


of 1,442,817 n-r.t. 


Bulgaria 


steamers with a tonnage of 
\lthough no 
complete figures are available for the goods trafic handled, 


During the vear 1934, 472 
1,595,420 n.r.t. entered the harbour of Varna. 
it is known that Germany, Italy, Great Britain and Holland 
(the principal countries from whose ships goods were landed) 
unloaded some 26,760 tons, as compared with 24,276 tons in 
1953. Similarly, Italy, Greece, Germany, Great Britain and 
Holland loaded 79,964 tons in 1934, as compared with 111,624 


tons in 1033. 
Sweden 
The Helsingborg harbour authorities have placed with the 


Stockholm firm of A) B Armator a 
of a large new dry dock for use in the port. It will be 


mtract for the construction 


capable of taking vessels of up to 7,000 tons, and will cost 
in the neighbourhood of £50,000, Work on it is to be com- 
menced immediately. 

In January of the current year, 236 ships with a tonnage of 
272,560 n.r.t. entered and cleared the harbour of Stockholm, 
as against 262 ships with 228,461 n.r.t. in| December, 1934, 
in January, 1934, and 207 in 


513 in November, 1984, 227 


December, 1933. 
It is now learnt that traffic in the harbour of Gothenburg 
rose in 1434 by about 6 per cent. above the 19338 


figures. 


Thus, whilst’ vessels with 11,192,000 n.r.t. entered and 


cleared in 1933, the tonnage increased in 1934 by 635,000 n.r.t 
to 11,827,000 n.r.t. 
responsible to the extent of 281,000 n.r.t., and coastal trafh 
to that of 254,000 n.r.t. 

Traffic in the harbour of Malm6 also showed a considerable 
increase. The tonnage of vessels rose from 1,282,400 n.r.t 
in 1938 to 1,386,700 n.r.t. in 19384, and their number fron 
16,428 in 1933 to 17,106 in 1934. 


For this increase, ocean-going trafic was 


Norway 
Phe contract for the construction of the new 
deep-water quay at Kristiansand hes been awarded to the 
firm of Héyer-Ellefson, who have at the same time 


B7oO lt. long 


receivec 
another contract for the erection of a large new silo. 

The total length of the quays in the harbour of Oslo ha: 
now been increased to 11,407 metres, of which 6,520 metres 
are intended for the use of sea-going: traffic. 

In spite of the unfavourable economic situation, the trafhi 
in the harbour of Oslo has risen within the last few years 
In 1954 the port was visited by 2,857 ships with 3,166,206 
art... 
sea-going traffic in 19338, and by 24,400 ships with 1,856,00( 


as compared with 2,801 ships with 3,086,300 n.r.t. ir 


n.r.t. in coastal traffic, as compared with 20,100 ships  witl 
1,767,500 n.r.t. in 19338. It will be seen that this 


constitutes 


an increase of 4,356 ships and 168,400 n.r.t. 


Denmark 
1934 the total 
vessels visiting the harbour of Copenhagen was 9,377 with a 
tonnage of 4,818,851 n.r.t 


The following table affords a survey of the goods turnover 


In the year number of steam and motor 


in the harbour during the first three quarters of the vear 1934, 


as compared with 1433: 


Coastal Traffi Seagoing Traff lotal Tratt 


Jan.-March 105,710 171) «920,909 1,018,639 1,026,619 1,169,810 


151 l 
\pril-June ISL.OGS 191.980 T4S8.880 S12.082 930.848 1.004.062 
July-September 185,820 199,040 958,968 1,028,978 144.288 1,228,018 
(;oods Loaded (in Tons) 
Jan.-Mare} .» 112,059 133,111 170,774 171,243 282,833 104,354 
April-J ine 112,413 115,210 168,867 173,949 281,280 289,159 
July-Sep : 129 424 138.725 167,984 177,885 297 408 316,610 
I, oO 
Belgium 
In) January, 1£55, 835 ocean-going vessels entered the 


harbour of Antwerp with a tonnage of 1,685,956 r.t., as com- 
pared with the Sit vessels with a tonnage of 1,702,272 r.t 


In the same month ef the previous year. 


The total scea-going trafic in the harbou ol Brussels 
amounted, in 1954, to 1,764 ships transporting 841,960 tons 
In comparison with the 1933 figures, this represents a decreas« 


of 57 ships, but an increase of 4,957 tons in the consignments 


of goods handled, 


Latvia 
In the last quarter of 1984, I8L vessels with 
Libau. 


of ships clearing was 176 with 58,562 n.r.t 


tonnage oO 
29,682 entered the harbour — of During the same 


period, the numbe1 


Imports (including transit trafic) rose from 25,832 tons in the 
third quarter to 39,828 tons in the last quarter of the year, 
whilst exports increased over the same periods from 15,8138 
tons to 19,452 tons. 








Final Dividends of Vickers, Ltd. 

The Directors give notice that the following Final Dividends 
for the half-vear ended 3lst December, 1934, will be paid to 
the Holders of the Preferred Stock and Preference Shares of 
the Company, who are registered in the books of the Company 
on Saturday, the 2nd March, 1935: 

2! per cent. on the Preferred 5 per cent, Stor k (less 
Income Tax). 
25 per cent, on the 5 per cent. Preference Shares (less 
Income Tax). 


l 


2) per cent. on the Cumulative Preference Shares 


(free of Income Tax). 
Payment will be made on Friday, the 29th March, 1935. 
The Register of Members relating to these Issues will be 
closed from Monday the 4th to Saturday the 9th March, 1935, 


inclusive, 


WANTED. 

YMALL SELEF-PROPELLING HOPPER BARGE = suitable — for 
S mounting grabbing crane, Steam or Diesel about 100-ft. long, 
6-ft. draft.—Box No. 2350, ‘The Dock and Harbour Authority,’ 
19, Harcourt Street, London, W.1. 
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SPENCER 


HANDLING PLANT 


AT ANOTHER BRITISH PORT. 
PRESTON 


The pneumatic intake plant 
illustrated here was de- 
signed, manufactured, and 
erected by us, together 
with the handling equipment 
in a concrete silo for a 
firm of provender millers § 
at Preston, Lancs. 





A part of our stockyard 


This intake plant has a 

capacity of 120 tons of 

SPECIFY WILLIAMS’ PILES sary vacuum I created By 

pencer Twin Reciprocatin 

LARGE STOCK FULLY MATURED — driven by an electric 
FOR IMMEDIATE DELIVERY ne 


The economies which in- 
stallations of this nature 
can effect, are described in 
our booklets ‘* Pneumatic 








CAST STONE, GRANOLITHIC UNITS OR Handling and Grain 
Handling.*’ We will gladly 
ANYTHING IN PRE-CAST CONCRETE send these publications to 





your business address 


SPENCER (MELKSHAM) LTD. 
MELKSHAM WILTS 


MAKERS OF GOOD HANDLING 
MACHINERY FOR OVER FIFTY YEARS 





Royal 9033 8, LLOYDS AVENUE, LONDON, E.C.3. Esta. 1854 











‘BARNARD varenr GRABS 


FOR 
HANDLING 


COAL . GYPSUM 
BALLAST . COKE 
ROCK . BITUMEN 


ETC. 


AND FOR 
DREDGING and 
EXCAVATING 


} 


BARNARD 





“BARNARD” PaTENT ComMBINED DIGGING AND SCRAPING GRABS 
have mastered large coal and lumpy materials generally. 


NOTE the exceptional span compared with standard machine We 
guarantee 30°. greater output without alteration to your existing cranes. 


Our “COMBINATION” Grabs can be arranged for ring discharge, self-dumping 
or hand opening, and operate on any single, double or multiple chain or 
rope cranes. 


The initial cost is recovered in a very short time. 


Please write giving particulars of your cranes to: 


Wm. GOODACRE and SONS, LTD. 





RUSSELL ROAD, VICTORIA DOCKS, LONDON, E. 16 ee Patent = Soe pate Sine 
Discharge ype Grab, designed for 
Phone: Albert Dock 1741-2-3-4. "Grams: “ Goodacre,” London. Codes: A.B.C. 5th Edn. and Bentleys handling sand, ballast, etc. etc 























VAR GOD AREROPA ‘THE DOCK AND HARBOUR AUTHORITY’ NAR ANNONSORERNA TILLSKRIFVAS. 





150 


THE Dock AND HARBOUR AUTHORITY 





March, 1935 


North-East Coast Notes 


Discussion on Importation of Petroleum into the Tyne. 


HE question, at once important and interesting, of the 
importation of petroleum into the Tyne in its uppe1 
reaches, was discussed at the meeting of the Tyne 
Improvement Commission in January, and at the time 

of writing was still unsettled, The subject arose on a report 
of the Harbour and Ferry Committee, presented by Alderman 
PFhomas Sykes, from which it appeared that the Anglo-American 
Oil Co., Ltd., had applied for permission to import petroleum 
spirit in bulk into the Tyne in full cargoes of 1,000 tons, or 
part cargoes up to 500 tons in 1,000-ton coasting tankers for 
discharge at the Company’s wharf at Elswick. 

Phe Oil Sub-Committee had decided to re-affirm 
arrived at in respect of previous similar applications from the 
Company 


decisions 


that the application was one which could not be 
The Harbour and Ferry 
the Sub-Committee and 
Alderman Sykes moved the adoption of 


Mitchell 


agreed to. Committee had adopted 


recommended accord- 


the 


the minutes of 
ingly, 


which Mr. J. W. 


report, 


seconded. 


Navigation Risks. 


Councillor R. S, Dalgliesh, Lord Mayor of Newcastle, 
moved an amendment that the application be allowed under 
certain restrictions. He believed that if this request were 


granted, the Company would take over Herring’s Whart, now 
a timber yard. Petroleum permitted to be imported 
through the Manchester Ship Canal and at various depots else- 


Was 


where, and could be brought up the Thames in 30U-ton lots 
past the Parliament. 
from fire and explosion, but they had got oil tanks at Jarrow, 


Houses of Opponents spoke of the risk 


and shipowners were allowed to bring ships up the Tyne with 
The Harbour Maste1 
that petrol-laden tanks might strike the Swing Bridge in going 


Diesel oil in tanks. seemed to be afraid 


through, but they had been bringing ships up for years, and 
barges were only 32ft. beam, leaving 334 ft. on either side. 


That district lived by shipping, and it was up to them to 
develop their trade. 

Mr. H, Armstrong seconded, saying that there was no difh- 
culty at Middlesbrough or on the Tees as regards petroleum. 

Alderman A. L. Armstrong said the risk to navigation in the 
river Was grossly exaggerated. Even if 
at the Swing Bridge, it did not follow that a quart of oil would 
come out, 

\lderman Sir the Lord Mayor, 
There seemed to be a lot of documents that they had not seen, 


there was a collision 


George Lunn supported 


and he would like to see them. He suggested that they should 
adjourn their decision and that the discussion be printed, 
together with any documents that had been before the Oil 


Committee. 
Alderman Sir Arthur W. Lambert 
\iderman R. Irvin agreed that the matter should go back. 
Mr. T. E. Brown said he that, 

notwithstanding the Harbour Master’s report, provided a deep 

water berth made at Elswick, and if the were 
properly convoyed up the river, there would not be the dange1 
that some seemed to think, 

\lderman Sykes hoped that the amendment would not be 
accepted, 


seconded, 
had come to the conclusion 


Was barges 


His Committee was as anxious to develop trade as 


anyone; but they must have a minimum of danger with a 
maximum of safety, 

Mr. W. A. Souter favoured the acceptance of Sir George 
Lunn’s proposal, thinking that all information available should 
be put before all the members. 
five Lord 
amendment and fourteen against. Sir George Lunn then moved 
that further consideration of the report of the Joint Oil Sub- 
Committee be adjourned, and that meanwhile a full report of 


all the speeches and all documents on the matter be 


On a division, members voted for the Mavor’s 


placed in 


their hands. Alderman David Adams seconded. 
There voted for the amendment fourteen and five were 
against, Alderman Sir George Lunn’s amendment — being 


carried accordingly. 

Phe Chairman, Mr. H. P. Everett said the safety of the port 
Was far more important than any small advantage by granting 
the application. 

\n official of the Anglo-American Oil Co., commenting later 
on the attitude of the Tyne Improvement Commission, stated: 

In view of the fact that it is possible to take spirit in bulk 
for considerable the Thames, the Severn, the 
Mersey, and that the Manchester Ship Canal authorities are at 
this time doing their utmost to help us to take it over 25 miles 
all the way up the Ship Canal, it is difficult to understand the 
ryne Improvement Commission’s 


distances up 


lears about property and 
They only comparatively 
small tankers—plving between Hull and the Tywne—which we 
hope to be able to take up to Elswick, where there would be 
work for a number of men if we could only establish our depot 


for spirit as well as lubricating oil.’ 


possible mishaps to tankers, are 


Records of Quick Work. 

Another quick-loading feat has been accomplished at yi 
Dock, where $00 tons of sulphate of ammonia were loaded 
the rate of LUO per hour. This feat was performed b 
Messrs. J. Kirkley and Co., stevedores, of Newcastle, and tl 
London and North-Eastern Railway Co., the chemicals bein 
loaded into the steamer ‘* Marchioness *’ in the first week 
February. About a fortnight previously, the same firm loade 
the 


tons 


oe 


steamer Tora ’’ with 500 tons in 73 hours. 


* 


Another instance of smart work was when the oil 


sii Aino * 


hours at 


tank 
recently took in 2,200 tons of creosote oil within te 
Sadler Co.'s Middlesbroug 
This is one of the biggest oil cargoes ever taken from the por 
the Gulf of Mexico tor the 
The oil is forced through an underground pipe-lu 
the 
10,000 gallons per 


Messrs. and works at 


Phe oil is intended for preservati 
of timber. 
to the 
steam-pump at the 


and into the holds of vessel by means of 


docks 


rate of hour. 


Blyth’s New Record. 


Mr. Ridley Warham, chairman of the Blyth Harbour Con 


mission, had the pleasure, at the meeting at the latter part « 
January, of submitting figures as to coal shipments, which di: 


closed another record for the port. The coal shipments for tl 


twelve months ended December 51 last, with the comparatiy 
figures for 1932 and 1933, were as follow 19384, 6,391,909 
y , , 

tons; 1933, 5,772,586 tons; 1929, 574,807 tons. \risi 


out of the Finance and Works Committee’s recommendations, 


dredging work « 


was reported that in order to expedite the 
the tidal basin extension in the Upper Harbour, a sand suctio 
dredger might be employed temporarily for cle 


trom the vicinity of the West Pier 


ring the san 


end, 


Review of Wear Trade. 

The Wear 
during the year 1934 has just been issued, and furnishes som¢ 
During the 
1,951,699 tons cleared the port, 1,789 vessels of 


O52 


River Commission's return of trade at the po 
, registering 
LOL9,511 ton 
6e2. 1O4 
24 tons bevond Europe 


striking figures. vear 2,565 vessels 


net register being coasting trade; vessels of 
European trade, and 124 vessels of 289, 
Compared with 1933, 


tons 


there was an increase of 21 vessels, but 
lonnage rates receive 
£58,606 in 1933. 
coke shipments for the twelve months were 
compared with 4,075,549 


Other leading exports were: 


a decrease of 47,292 net register tons. 


amounted to £57,550, against The coal an 


3,995,813 tons 


tons, a decrease of 70,736 tons 


Machinery, 2,029 tons, against 


1,452 tons in 1933; pitch and tar, 15,516 tons, against 10,864 
tons; creosote oil, 5,987 tons, against 3,550 tons; petroleun 
and benzole, 9,621 tons, against 14,041 tons, and pit props 
6,950 tons, against 6,287 tons. 

The principal imports were :—Timber, 27,007 loads, against 
LO, 804 loads in 19383; props, 104,680 loads, against 84,573 
loads; iron ore, 34,725 tons, against 9,627 tons; grain, 49,49] 
quarters, against 64,977 quarters; esparto, 21,473 tons, 


against 20,259 tons; 


—(, Yr 
hi A Wis) 


petroleum in bulk, 
tons, and sundries, 30,618 tons, 


80,145 tons, against 


ainst 41,447 tons. 


acy 
ag 








Bombay Port Trust 


\t a meeting of the Trustees of the Port of Bombay, held 
on 28th January, 19385, the following were the main items of 
business disposed of :— 


’ 


The election by the Chamber of Commerce of Mr. F. H 
French as a member of the Board of Trustees vice Mr. T. E 
Cunningham resigned, was recorded, 


Audited accounts for the half-vear ended 30th Septembe 
1954, were approved for submission to Government. 


An estimate of Rs. 
cement 


0),125 was sanctioned 
concrete certain 


for re-paving wit! 
Victoria Dock, as part of 
programme for the gradual re-pavement of all the quays i 
Prince’s and Victoria 
the docks were 
Amendments of the 
approved 


quays in 


which have not been 


constructed. 


1) oc ks, renewc¢ 
since 
Docks 
the 
provide for a reduced rate of 


Rates 
(;overnment)  t 
Wwharfage on old cotton healds 


and Bunders Scales of 


were (subject to sanction of 


and rags packed in bags and for a clearer classification for 
purpose of assessing whartage of window, plate and sheet 
glass, electric light bulbs, fittings and accessories and certaii 
other articles, 


The 


Trustees decided to invite applications by advertise- 
ment from graduates of Indian Universities for two posts of 


Probationary Assistant Managers in the Docks; three of the 


four candidates entertained since 1928 having been absorbed 


in permanent appointments. 











